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Mogul Engine for the Dom Pedro Segundo Railroad. 


The following are the specifications published of a mogul 
freight locomotive built for the Dom Pedro Segundo Railroad 
of Brazil by the Baldwin Locomotive Works, and exhibited by 
it at the International Exhibition in Section E 6 of Machinery 
Hall, at columns 41-42. It is of 5 ft. 3in. gauge, and will burn 













ject that itis a very important one to all railroad — gy 
(by which we are employed). We are fully satisfied that it is 
one of the greatest ——— — and mainly in conse- 
~~ of pcs ep apace mee = and —* may say, 
a large extent, the principle mec 
them too far below the — effective line Pt spee. Broder 
also very inseourely fas‘ered to the bocy of the car, quite a 
large number of the old style of draw-bar attached to a 
=. and connected to the car by a strap at the réar end, 
hrough which the king bolt or centre —* These are 
a source of great expense, and frequently pall out the end sill 
of the car. Others are attached by a wrought-iron strap 
ing around the follower, and the strains ** upon them, 
being to their disadvantage, breaks them in the angles quite 
juently, and causes large expense. Other attachments we 
might mention, such as are made by cast-iron —*— fallin 
below the line of attachment, that are easily broken, no 





- A giving proper security against the shocks that all 
bituminous coal: Oylinders Buffers are subject to. This, perhaps, is  suf- 
. — ficient in regard to improper cons on, only your commit- 
— — — — — Rese Baas. —— 3* teo would add that we have reason to believe too many of our 
—— wresescsccsscessssesssses Ta 4 « | car-builders continue to use these objectionable attachments 
——— 1 | for no other reason than that they have them on their road, 
— d they have always used them. er reasons might be 
Width of exhaust-ports ...,, ..... 2% an y ) y g 

Travel of valvo......-++++, 6% “ | given, but which seem to the minds of your committeo to be 
Outside lap of valves.. 3 “ | very unreasonable in these times of improvement and econo- 
Inside lap of valves.....,,.... 1-32“ | my. It is also very apparent to your committee that if it were 
Exhaust nozzles—double, variable. ible to adopt a —— system of draw-bars and the same 
Wheels. ind of attachment to all cars built in future, with the prospect 
Diameter of driving · vhools.......................... 4ft. 6 in.| of their being sometimes all the same ta pee the country, 
Diameter of truck-whoels........-.ccccceccsscssssecs 2“ 6 “ Jor at least on those roads that run directly in connection with 
Distance between centres of front and rear driving- : each other, it would be of great advantage and economy to 
wheels.....++++++5 ........... soveee 15 * oompanios. We find upon examination that this is not 
Total wheel-base of looomotivo.........:.......... - 2 58 only a very important but a very difficult question to solve. 
Total wheel-base of locomotive and tender........... 44 3 % | It18 0 matter that has attracted the attention of many inven- 

Diameter of driving-axle journals ................···· ee tors, and the production has num f pate Pa vi 
Length of driving-axle journais...................... 8 « + oe ee P Some f —* mn erous Of patent devices 
Diameter of main crank-pin bearing...............++ 4% « | for coupling Cars. me few of them have considerable merit, 
Length of main crank-pin bearing.........+++ ...... 434 “ | but few if any are entirely free from objections, The main ob- 
Boiler. * tho — = pon A yee — pol 
Ta ile ‘ : get an automatic coupler and the public 
Seren ct Gollcr platen Grea) — — — * | generally scoms to entertain the idea that the 





eo e ee 
eoo00e0a00 
2S 









MOGUL LOCOMOTIVE FOR THE DOM PEDRO SEGUNDO RAILROAD, 


Number of tubes......... 





Length of tubes.......... a ..oae@ 
Outside diameter of tubes ee  * 
IE, BINED, 05:5 we degeesonteetesoekaakae S?., a v 
SPeEED OF MPO-DOE INGIAS.......ccccccccocce sosececcece a ty “ 
Depth of fire-box inside. ..... 2.000 cecscccsecccccces oS? Ga 
Thickness of fire-box plates (copper), side, back, and 
NDS inne csdesecseee se enyersebete 
Thickness of flue-sheet..............seseecseeececees %“ 
Thickness of crown-sheet (steel).......... %* 
Square feet of grate surface........... «. 16 
Square feet of heating surface in fire-box. - 103 
Square feet of heating surface in tubes..... eos 937 
Total square feet of heating surface.......... ..+.+++ 1,040 
Tender. 
NG ALARA LBA AEE LE 
EE erscsevechnceszesee oneceseces ceed 2ft. 4 m 
Diameter of tender-axle journals...........++sseseees 3% “ 
Length of tender-axle journals............sseeseeeees 7 -* 
SES tns-d. 5 0tuds chb-crbbbeacesecans coils ++ 2,000 gallons. 
Weight of engi —— pounds 
engine in working order............ +++» -80,000 ¥ 
Weight of engine on axivine-whetls pane oddest atieedl 68,000“ 
Weight of tender, empty.........-.s.sccesccesceeees 20 000 


Materials. 
Boiler, J. L. Bailey & Co.’s * Pine” iron; Fire- Box, Hendricks 
Bro.’s copper; Tires, Standard Steel Works’ crucible steel ; 
k, and Tender Wheels. 


Engine, 
Co.'s double-plate chilled wheels; Flues, W. C. Allison & Sons’ 


lap-welded charcoal iron boiler tubes; Injector, Wilham Sellers 
« e, Buffalo Steam-Gauge & Lantern Co.; 


3 Steam- Gaug 
Apa and Copper I * , Benedict & Burnham Manufacturin 
— »; Slaybolts and Tank Iron, Catasauqua Manufacturing Co. 
— ron, V. D. Wood & Co.’s paten 
lead Light, Philadelphia Railroad Lamp Works. 


MASTER CAR BUILDERS’ ASSOCIATION. 
Tenth Annual Convention. 





This convention began its session in New York last Wednes- 


Y- The following committee reports were presented : 
REPORT ON DRAW-BARS AND BUFFERS. 
Mr. President and Genth 
S0ciation : 
Your committee a 
would respect 





inted to r 
submit the following ⸗ 


Ramapo Wheel & Foundry 


. sanction them. 
lanished sheet-iron; 


of the Master Car Builders’ As- | underside of timbers or 
rt on draw-bars and buf- | weakened 





From 


— ——— ee 
Sommer ly 


Exhibited at the United States International Pxhibition. 


nature of the case requires an automatic coupler. Your com- 
mittee has to a certain extent favored this idea, but upon more 
mature deliberation and upon cavefully considering the matter of 
handling freight cars, we are strongly inclined to think that an 
automatic coupler for freight cars will be better in theory than 
in practical use. Your committee have by careful investigation 
come to this conclusion, that our freight cars should have cer- 
tainly more of a cushioned or spring resistance than any now in 
use that is known to the committee, also that the security to 
the body should be stronger and nearer in the line of con- 
cussion than is now used by many of our roads; and your com- 
mittee would recommend as a standard attachment for the rear 
or back end what is shown by the accompanying drawing. Your 
committee is not as fully decided in regard to a plan of con- 
nection of one car with another. The devices are numerous 


*| and also quite various in style and plan of connecting. Some, 


as your committee think, very important ideas could be ob- 
tained. One is that we secure safe and sure connection, without 
pin or link, before we me as a body anything for a standard; 
and it should be thoroughly tried and proven satisfactory to 
competent judges. 

Your committee has been shown some ingenious, and 
we might add good, devices, but we fear that 
in some such cases the change is so radical and 
attended with so much expense that it would be very diffi- 
cult to get any company or any number of companies to enter- 
tain the idea of its adoption at all. Others we have examined 
that have a good deal of merit, and are entitled to our considera- 
tion, but are not free from valid objections, and most certainly 
should be thoroughly tried before we, as an tion, 
Our attention has been called by letter to 
other devices claimed to be superior to * yet brought out, 
p ing to have models here at this meeting. 

our committee would add that we believe that much has 
been gained by the adoption at our convention some years ago 
at Richmond of a standard ey for our freight cars of 2 feet 
and 9 inches from top of rail to centre of draw-head, and we 
believe a large number of our roads are conforming to this 
standard, thereby lessening the damage and adding to the 
safety of men. We would also unanimously condemn the use 
of all draw-bar attachments placed below and attached to the 

as used in many cars at present. 
int, the follower plates are much too light and 
y being made small at the ends, Cars are con- 
stantly or daily refused by ing roads on this account, 





One other 





fi connect: 
our committee find by a careful consideration of this sub-‘ and the damage from this cause alone is quite large. 





Your committee sent circulars to all master car build rs 
with the following interrogations, and we have replies fom 
some 23 of them, as follows : 

Interrogation 1, “Which would recommend as mos 
coomageeet for freight car, wrought iron or cast iron draw 

rs 


One says wrovght iron he thinks more economical than any 
cast iron we have used, but there may be some cast iron draw 
bars that would give better results than any we have had, 

One says: “ Neither cast nor wrought iron, bat steel, Chostor 
Steel Co.’s make. Has used them for 16 years. cost 
is all.” One says: “I am using cast iron entirely, and con- 
siccr it cheaper and better than wrought iron,” © Baye: 
* Our road is equipped with wrought iron,” and is not prepared 
to say wh'ch is the most economical, but judging the 
breakage on foreign cars run over his road should say 
wrought iron was the cheapest. 6 says: “* Cast iron is tho 
cheape-t, I judge from the number we have in use and the 
repairs we have to do on wrought iron bunters for foreign 
cars.” One says cast iron with wrought iron at back 
end, riveted on to the cast iron, gives the best result. 

One says: “Cast iron by 75 per cent. We have not discarded 
wrought iron entirely.” One says: “ Oast iron is unquestion- 
ably the cheapest and the most economical to use.” Fight 
say: “*Oast iron,” with no comments, Two say: ‘ Wrought 
iron,” with no remarke, 

In addition to the above, a number of those who consider 
cast iron the best to use would recommend the Safford im- 
provement as a matter of safety to the train-men, 

2d Question. “‘Can you give the committee the first cost 
and 7— the proportion of failures betwoon wrought and cast 
ren ?” 

One says: ‘Three to one in favor of cast iron.” One says: 
“It cost about 6 per cent. of first cost to maintain wrought 
iron.” One says: “I have no exact data ;” but is quite in favor 
of castiron, One says: “The failure of the wrought iron is 
twice the amount of cast iron, and the expense of keeping them 
- is as much more. Eleven give no expression on this ques- 

on. 

3d Question. “ What should be the plan of attachment at the 
back ond of draw-bar? Please show by a drawing if porsible.” 









the Illustrated Catalogue of the International Exhibition 1876. 


BUILT BY THE BALDWIN LOCOMOTIVE WORKS, 


Only a few give any idea of the manner of securing the back 
end of draw bar to the car, and they favor the plan now used 
by a number of roads of bolting the draw — firmly 
under the middle stringer of floor timber, and upon the side of 
these bolting four cast-iron pieces or lugs that are held firmly 
by three bolts in each and have in addition three dowels cast 
upon them to add strength and secure them in position. Be- 
tween these the followers move, the whole being secured 
from the head block or dead wood by a rod on cach side pass- 
ing through the bolster. Some sketches aro sent and draw- 
7 be presented here at this time to show their plans, 

e * “Beal's planis the best I know of;” ome says ho 
has not fully made up his mind; others are indefinite, 
4th Question. ‘‘De you know of any a for *—— or 
for ———— the use of pin and link, or for using con- 
tinuous draw-bar, which you think practicable ? If 80, please 
describe them.” 

One says the Janny is the best he has seon, but he does not 
give any description. One says he has introduced one 
of his own se — but does not describe it, 
One says he uses a self-coupler, but does not give the name or 
description definitely; also that he has two cars in use since 
last August that do not use link or pin and will couple on to 
any car, but does not describe it. I suppose he will here in 
convention. One says he does not know of any, but several 
are approaching in the right direction, and thinks that it will 
be accomplish One says he has in use for two years Grif- 
fith’s continuous draw-bar on 127 cars, and believes it to be 
the best; but would suggest the use of Safford’s improvement 
on the cast-iron head. e says he favors a self-coupler, and 
says he will have a model here, It is a late invention, but 
uses link and is so connected that it cannot get out. One says 
he does not know of any plan for self-coupling. Would favor 
securing the pins so as to save loss. One = they have what 
is called the Enos coupler, which gives good results. Others 
say they know of nothing practically an improvement. - 

beh Question. ‘Have you any information as to what it costs 
your company for pins and links a year?” 

One says ha have no accurate accounts, but all train-men 
try to get all they can from other companies, and think it all 
right. One says he cannot give the amount, but that it is 
enormous. One says the average miles run to one link is 2,835, 
and to one pin 2,562. One says the average cost per car for 
1875 was 55 cents. One says it cost them abont $9.33 per mile a 
year. One says it cost our company for 1875 $6,348.52, Others 
do not réply to this. 





























































































































































































































































































6th Question. “Do think the now in general 
use of sufficient th and rong Fe Bg or W you 


t any or 
says ho the sufficient, but este the 
use of a6 & 8a’ of One says he the 
eprings ve motion a but not enough . 
ve Gags Shand vipene fhe is used for a buffer ', 
have about two inches and not close with less 


it 
than 12 tons. One says tho is the best; 
fF go yg he them "thaw with others. 


Ono aap — have motion enough, but not 


says the Culmer 7* give the 
best result, but thinks m would be better they would not 


One 8a: he would est that a spring be in- 
ciate: recchvoe part of the blow in tating but not come into 
use in drawing, that this would save both the car and 


or 8 inches long is much better ter. 
Others say the present is good enough, or say ating in an- 
ewer, . D. ADAMS, 
L. Gane, 
C. A. Surra. 


REPORT ON BRAKES, 

GenTLemen : Your Committee on Railway Car Brakes r t 
as follows: Since the t brake trials made # Boston there 
have been commendable offorts made by the manufacturers 
and patentees of er brakes to improve them and design 

tter forms, Models have been exhibited which prom 
well, but of their action in actual your committee can 

, a8 they have not been put into actual service upon 

a railroad. ow Rn some brakes at work = different 
roads from w ore are vi reports our com- 
28 records of their “9 

0 hridge , Which was mentioned in 

last year’s report, is giving satisfaction upon the Baltimore & 
Ohio road ; we have not been able to ob any particulars in 
re to its operation. : 
@ time since a great number of very accurate experi- 
ments were ah England upon power brakes. Those 


were in a vast number of «qnes- 
tions r to brakes, brake shoes, distances 
in which es could be made, and various 


other point. The main features of these trials were published 
in the scientific papersat the time, but considerable interest 
was felt in obtaining the official report. This has been ready 
for pubjication for nearly a yoar, being already printed and 
bound. When it does make its appearance, there will doubt- 
less be much in it of interest to the Association. Of the brakes 
in use, the Westinghouse and vacuum are best known, and are 
still continuing to work, 

At pee se time none of the new plans for power brakes 
seom sufficiently developed to enter into active competition 
with those already in use, and but little new and valuable in- 
forination can be collected for some time to come. 

Your committee cannot close this report without calling at- 
tention to the great ——— of *2* a power brake which 
can be manufactured at a price so low that its application to 
freight trains is possible. 6 saving of property which could 
be effected by such means is enormous, and in this respect 
a power train brake for freight service is even more impor- 
tant than on mger trains. Some idea of the value of such 
a brake may be ained from the experience of those roads 
which have run trains with from two to three men constantly 
at the brake wheels while the trains were in motion, The 
records of these trains show that they have been far less 
liable to accident than those run with a smaller number of 
men, and that the accidents have been few in number 
and called for much _ lighter repairs of the 
rolling stock. It is impossible, with the num- 
ber of men — allotted to our long through 
freight trains, to contro] such trains properly. In bad 
weather, in the wight time, and in a good deal of the ordinary 
winter weather, it is impossible for men, cupped as they are, 
to do good er. satisfactory work, and cortainly 3 possible 
for them to —— promptly to a call for brakes. With a 

wer brake the engineer’s control the safety to life, 
Bat especially to property, would be increased pony fold, 
Every tar builder can call to mind instances where the damage 
to eee was enormous, and where such loss could have 
canlly —— could the engineers have had a power brake 
and app! at once, 

Your committee are aware that the cost to railway compa- 
nies would be very heavy, no matter how cheap the brake, On 
this account it is necessary that the cost of manufacture be as 
small as possible. Gro. Hackett, 

Central Railroad of New Jersey. 
G, W. Demanzsrt, 
Northern Central Railway. 
REPORT ON BLANKS FOR OAR REPAIR STATISTICS. 
To the Master Oar-Builders’ Association : 


GenTLEMEN: Your committee a ted at the annual con- 
vention of the;Association held in the aity of New York, June 
9, 1875, and te whom was referred the Subject of Blank Forms 
to be Used by Car Builders for procuring Statistics and Infor- 
mation Relative to ——— of Oars, respectfully beg leave 


herewith to submit th 
In accordance with the es Of the Association, a circular 
was to each mem calling attention to the fact 
that during the past few yoars the attention of railroad mana- 
ers has been directed, perhaps more than ever before, to the 
mportance of com; 


e 

ve, accurate, and detailed 
accounts in each departmen’ to a careful, systematic 
and judicious management o “or, in other wi of 
knowing where the money goes to.” And as the cost of main- 
capoutin "Ot — 
expenses 0! as these es are 
monde water the direction of the master car builders, 
and for which, to a considerable extent, they are held respon- 
sible, a series of questions was submitted for their con- 
aitieration, and answers solicited, which your committee 
m which to base 


And yet — rogrot 

information received ony Cay unable to report anything 

ticable in the line of the for which they were appointed. 
Question 1.—" In hat expenses in car depart- 


Ww in 
ment is it desirable bo keep separate and in detail ?” 
that it —— and desirable 
pertaining ents should be k 


prac- 


Tn reply nearly all 


that all expenses to car t 

separate and in detail, as much as ible; and yet while re 

mit the im of this rule there are but comparatiy 

See t are carrying it out inall its minutia an 
etail, . 


Question 2.—‘*Do you think it would be desirable and profit- 
able to railroad companies to ws separate accounts of any of 
the following pas pon which of them: cost and mileage of 

heels: and Sa giles cil, easnes, Grow Dare, and 

ete. eto.?” 


In answer to this jority of master car- 
very admit importance of k 
accounts separate, and while many are such ts 
———— do *22 — 
who ve not sufficien ties, are 
o 80. This your committee deem of greet bane ae 


to d 

all railroad companies. ey ving Mey only by a thorough 
tem enforced can to beain tisfac 

ioviolgs of ts —— wnt inthe — 
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plies, such as wheels, axles, springs, brasses, oils, ctc., which 
go #0 largely into the expenses of and maintenance of rolling 
stock on all railroads, : 

Question 3, “In your opinion what should be included in 
shop expenses ?” 

On this question the majority agree that shop expenses 
should include all pertaining to tools and machinery, lubri- 
—— for same, lights and fuel for shop use, watching, 
main’ ce of buildings, etc. This general expense to 
pro-rated to other specifi accounts; while others claim that no 
such account should exist. 

uestion 4. “ Do you think it would pay to keep an account 
of the mileage of — 7— and freight cars or of either?” — 

In reply to the inquiry there is a wide difference of opinion. 
While many of our members agree that it is of the * 
importance that an accurate account should be kept with each 
car, both of passenger and freight, there are these who be- 
lieve it essential to keep such accounts with passenger cars 
only; while there are others who do not believe it of such 
—*2 as to be kept with either. Your committee are 
fully convinced and will here observe, that where sufficient 
facilities are given and maintained by railroad companies to 
keep a faithful and accurate mileage account, it is the only 
way a correct solution can be arrived at or obtained to the 
query following: 

Question 5. “In your opinion, how can it be known whether 
the car department of a railroad is economically conducted?” 

This question elicits answers various in their character and 
scope, and no doubt true from the standpoint taken by those 
answering the inquiry. Some of our members say, by com- 
paring notes with other railroads of about the same capacity 
and equipment, and of about the same condition of rolling 
stock; others answer by comparing pay-rolls, by the amount of 
work turned out monthly and annually, and each year by that 
of former years. Others again answer: By having a compe- 
tent man in charge, having a practical knowledge of his busi- 
ness and giving a close attention to it. These answers are true 
and important. Yet your committee more fully coincide with 
those who claim that with rolling stock when properly maintained 
toa given standard of excellence, the cost of such maintenance 
should in the nature of things be borne out or offset by the 
amount of mileage made; and this can best or most correctly 
be acquired by keeping a mileage account, and thus when our 
superiors desire to know whether the car —— is eco- 
nomically conducted or not, figures ought to fully demonstrate 
it—at least, as often as a statement is made out, 

This, however, should be qualified to a very considerable ex- 
tent, for the reason that many of our railroad companies have 
their car departments equipped with the best class of tools 
and machinery, with every branch #0 arranged as to 
accomplish the best results, turning out work with 
precision and dispatch, and at a minimum cost. It 
must not be forgotten that there are other roads 
whose machinery has far ‘‘outlived its usefulness,” so to peck, 
and is but a step in advance of the time when all the work was 
done by hand. In a comparison between roads thus equipped, 
a wide difference in the cost of construction and maintenance 
of rolling stock must necessarily be shown to exist, and very 
largely in favor of those roads whose machinery and other 
facilities are up with the times, 

Thorefore, inasmuch as such a diversity of opinion exists on 
many of the vital points, your committee is not prepared to of- 
fer or recommend any form of blanks to be used by master car- 
builders that would, under the varied circumstances at present 
existing, be applicable in obtaining any statistical information 
of real value or such as would be of any advantage to our As- 
sociation. 

Your committee, however, would call attention to the accom- 
panying blanks furnished by W. B. Snow, Esq., Master Me- 
chanic of the Tlinoig Central, and also to those furnished b 
W. E. Chamberlain, hisq., Master Car Builder of the Boston N 
Albany Railroad, 

The Mlinois Central by its system wili with almost certainty 
obtain the mileage of every car belonging to its linc, and the 
blank forms of the Boston & Albany road, when taken in con- 
nection with a correct system of car mileage, are admirably 
adapted to obtaining the mileage of axles, wheels, brasses, 
oils, ote., ete, 

The blauks furnished by the above named parties are the 
most perfect and complete of any furmshed or brought to the 
notice of your committee. 

All of which ig respectfully submitted. 

Joun MoVay 
J. H. F. Wress >} Committee. 
T. B. Stewart 

BEPORT ON FREIGE.T CAR TRUCKS, 

To the Master Car Builders’ Association : 

_ Your committee, appointed in 1874 and continued at conven- 
tion of 1875, to whom were referred the subject of the “Best 
Style and Most Economical Truck for Freight Cars, Best Posi- 
tion * Hanging of Brakes,” beg leave to present the following 
report : 

irculars (a form of which is herewith appended),* were 
submitted to car builders and those having charge of passenger 
and freight cars, for the purpose of eliciting information upon 
which to base a report. 

A majority favor, for freight cars, an iron truck with swing- 
ing bolsters and —— ny 

pinions are about equally divided as to whether a locomo- 
tive can start and draw more cars with swinging-bolter truck 
than with rigid frame trucks, 

Majority are in favor of flat side bearings, or the top flat and 


* The questions of this circular were as follows : 

1st.—Do you consider an iron or wood-frame truck the best? and 
what are your principal reasons for preferring one or the other? 

2d.—Is a truck with swinging bolsters, in your judgment, prefera- 
ble to one with a rigid frame ? and if so, or not, please state your rea- 
sons, 

$d.—Can a locomotive, under all circumstances, start and draw 
more cars with swinging-bolster trucks than with rigid frame 

nging 





trucks? Ifyou use s -bolsters, please send drawing showi 
ition of hangers, and also state your opinion of the merits of suc 


rucks. 

4th.—Should the side-bearings take any portion of the weight, ifso, 
how much ? 

5th.—What kind of side bearings do you consider the best ? 

6th.—Would you recommend for either iron or wood-frame trucks 
a short spring in the jaw over the boxes? 

7th.—Do you have any difficulty in keeping iron-frame trucks 
— ? Do you brace such trucks, and ifao,in what manner, and 

th what results ? 

8th.—What distance from centre to centre of axles would you rec- 
ommend as the best ? 

9th.—Is a centre-bearing truck, in your judgment, easier on the 
track and wheels than it would be witha portion of the weight on 
the side-bearings ? 

10th.—How much leverage should be allowed on the brake levers to 
secure efficient braking and the preservation of wheels ? 

1ith.—Should freight cars have brakes upon both trucks ? and 
—— such brakes be placed outside of the wheels or betwoen 

em. 

12th.—. — yous brakes so constructed and applied as to give a uni- 

pressure upon each wheel ? 80, please send de- 


13th.—Which do you consider the best plan of hanging brakes, to 
body of car or to truck frame ? 

14th.—Which, in your judgment, is the best position for the brake 
shaft? Should it be on the right or left hand corner of the car as 
you stand facing the car ? 

15th.—Would you, with the consent of your superior officers, favor 


the idea of a standard Jreight-car truck, duplicate in all its te ex- 
cept wheels and springs ? - 3 iaalia a 








lower bearing, with recesses for lubrication. 
as little of the weight as possible. 
A majority consider that a swing-motion truck with good 
ae in bolsters does not require springs over oil boxes, 
t when iron frame trucks are properly constructed, b 
is unnecessary, as no difficulty is found in keeping them square, 
ed as 


They should take 


Five (5) feet from centre to centre of axle is recomme 
proper distance by a —— 

— — -bearing truck is considered easiest upon track and 
w . 

They also consider (3) to (1) to be the proper proportion 
for a brake lever, and that brakes upon one end of the 
car are sufficient for use upon ordinary roads; also that 
their brakes are so arranged as to give à uniform or equa] 
—— upon the wheels. Your committee, however, 

ave received no tracing or design explanatory of such brakes, 
By a majority it is considered the best plan to hang the brakes 
to truck frames, but opinions are equally divided upon hang. 
ing brakes outside of or between the wheels. 
* at the brake-shaft should be on the left hand as you face 

e car, 

A standard freight-car truck, duplicate in all its parts except 
wheels and springs, is favored by a majority; but your com. 
mittee find that in nearly every instance where a member re- 

rts in favor of it, it is with a proviso or an addition, such as, 

‘I do not think it possible to agree, I think it —— thai 

any such standard would be carried out if adopted. I think it 
will be impossible to obtain the consent of our superior offi- 
cers.” Or, “‘ If the committee consisted of men that were not 
prejudiced by any pet hobbies,” etc., etc. 

In addition to the report of last year and the foregoing, your 
committee have nothing to present, and would only mention 
that from present indications, there does not seem to be a pos- 
—— for the general adoption of a standard freight-car 
truck before the next Centennial. * 

D. Horr 


Joun Ry > Committee, 
W. F. Surru 
New York, June 14, 1876. 


REPORT ON CAR WHEELS. 
To the Master Car Builders’ Association: 


Your committee delegated at the last annual mecting of the 
Association to gather such information as could be obtained 
relative to car wheels, best methods of fitting, flange wear and 
causes, mileage, breakage, otc., issued the usual circular of 
interrogatories, specific and general, to the several members of 
the Association, and while the limited number of replies received 
reveal alack of interest inthe work of the Association, or an 
unwillingness to assume the labor necessary to render our 
success all that it should be, your committee are gratified in 
being able to record the receipt of more than three times the 
number of answers to our circular of this year than were re- 
turned in reply to a similar one a year ago. Your committee 
fervently hope that this interest may increase until each in- 
dividual member realizes that the success of our organization, 
and its benefits, must depend entirely upon the personal 
efforts of each and every member. 

The first interrogatory of the committee was : 

Do you finish the wheel-seat of axles straight or tapering? 
If tapering, how much do you allow in the length of the seat? 

To this inquiry a large majority stated that they finished the 
wheel-seat of axles wit — or straight fits, as they dre 
called, Your members reply in favor of taper of 1-32 of an inch; 
two favor slightly tapering. One member replies that his 
practice is to have axles at the wheel-seats tapering about 1-32 
of an inch and drive the wheels from 3 to 3% inches to their 
seat, and he is never troubled with loose wheels. As the pres- 
sing of wheels to a shoulder on the axle has been abandoned, 
your committee would invite discussion on this point, to 
demonstrate the merit, if any, in this method of fitting. 
Another member believes that by the taper fit the wheel is 
prevented from working on any further, and the box and the 
rail make it almost impossible for the wheel to work off. The 
most dangerous loose me Sam your committee meet with in their 
personal experience are those that work on toward the centre 
of the axle. A general record of experience solicited. 

In reply to the second question. ‘In boring wheels do you 
run cutters through without reaming, or bore with reamers, 
following the cutters in the same boring-bar ?” 

The responses to this question may be classified as follows: 
Fifteen (the major portion) bore with cutters alone by running 
the cutters through twice. Three bore with cutters first, run- 
ning the reamers through afterward, but don’t say whether 
they change the boring bar or change from the cutters to the 
reamers every time. ‘Three bore with cutters and reamers in 
the same bar, the cutters preceding the reamers and taking out 
most of the iron, the reamers standing, the cutters produce a 
straight and perfect hole, making the wheels fit the axle and 
the whole surface of the inside of the bore, 

The replies to our inquiry for the maximum and minimum 
pressure required in — wheels to their seats on the axle 
indicate anything but uniformity in this matter: indeed your 
committee inferred that some of the replies were hardly based 
on definite calculations. One member gives the maximum 
sixty and the minimum at forty tons; another at twenty-five 
and twenty respectively. Some use the screw press, and can- 
not estimate the pressure given. 

Your committee recommend a pressure not less than twenty- 
five tons and not exceeding thirty, and the exercise of great 
care in boring the wheels so that the hole in the wheel shall 
be perfectly round and true. The experience of your commit- 
tee has tully demonstrated the fact that a wheel bored 8 
—— will stand a greater pressure without bursting than 
one bored with a deviation from such exactness. 

In reply to the fourth question: “Do _ find the flange 
wear of wheels in six-wheel trucks to be the same in propor- 
tion as in four-wheel trucks? please state your experience, 
all the replies but one state that there is little or no difference, 
with which opinion your committee are inclined to coincide. 

In reply to question 5: ‘ Which, in your experience, gives 
——— mileage, a broad or narrow-tread wheel ?” the pre- 
vailing opinion seems to be that there is no perceptible differ- 
ence in the wear of the tread, but that the narrow-tread wheels 
are less liable to break at the outside of the tread than proad- 
tread are; consequently the narrow-tread wheels should make 
& greater average mileage than broad tread. Your committee 
consider it a misfortune to railroad companies that broad-tread 
wheels have to be used. F i 

The replies to our inquiry as to the use of roller side bearings 
indicate that their use is not at all general, but confined to a 
few roads only. 

inquiry as to the cause of the weer of the flanges of 
wheels has not been productive of as much information a8 we 
had looked for, and opinions seem greatly at variance. Per- 
haps the majority incline to the belief that this wear is cau 
by the difference of circumference in the two wheels on the 
same axle, or, first, difference of circumference of wheels; eee” 
ond, truck out of square; third, too much weight on side A 
ings. Acareful and thorough investigation for the cause 0 
this is recommended. 1s 

Our inquiry, and replies to such, as to the chill of whee 
shows little exception to the general practice of chilling nar- 
row-tread wheels nearly across the tread and flange, 
broad-tread wheels from three-quarters of an inch to one 
Most replies indicate the absence of a uniform, even chill. 
not herein a pertinent hint to the wheel makers ? 

The inquiries made in reference to a record of the oy 
made by wheels under passenger and freight cars reveals 
fact that but a very few of the railroads represented in our 
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Association approximate even a definite method of ree any J 
guch mileage. Most of the pogioes indicate that the mileage 
estimated from the length of time in service; but calculations 
made from such data must always operate against the railroad 
companies we represent, and in favor of the wheel makers. 
Your committee are therefore agreed that they cannot urge too 
strongly the importance of an accurate method of keeping the 
exact mileage of car wheels. No — plan has yet 
been found for keeping the mileage of wheels under the freight 
equipment of those roads whose interchange of cars is bounded 
onl * the continent; but the mileage of passenger cars and 
the wheels under them can be kept, simply and without much 
mse. Several railroad companies since our last annual 
meeting have inaugurated a system with a view of ascertain- 
ing the mileage made by wheels under their passenger equip- 
ment. Such railroad companies are unable to make any satis- 
factory report to this meeting. The Lake Shore & Michigan 
Southern Railway Company have been keeping the mileage of 
al] wheels under their passenger equipment for some three 
years bya method which seems to be simple and gives very 
satisfaction. For the benefit of such members as may 
desire information of their method, your committee would re- 
fer them to the Railroad Gazette of December 25, 1875. 
[TO BE CONTINUED.) 
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Eighth Annual Convention of the American Society of 
Civil Engineers. 
PHILADELPHIA, June 14. 

According to announcement this Society met in the Judges 
Hall in the Centennial grounds in Philadelphia Tuesday last at 
the appointed hour. About 75 members were in attendance at 
the opening of the meeting. An address was made by Gen. 
Theo. G. Ellis, on the part of the offers of the Association, in 
which the history and progress of engineering’in this country 
during the past hundred years was reviewéd. After concluding 
his brief historical review, the speaker, in answer to the ques- 
tion, which he propounded himself, ‘‘ What we are coming to ?” 
ventured into the dangerous field of prophecy, and predicted 
that the days of steam and of iron and steel are numbered, 
and that in the future solar heat will be the motor and 
aluminum the metal used in their places. After General 
Ellis’ address, Mr. Thos. C. Clarke, of Philadelphia, was chosen 
Chairman of the Convention. In a few brief remarks, he 
welcomed the members to Philadelphia. 

The first topic which came up for discussion was Mr. Charles 
Bender’s paper on the “Theory of Continuous Girders in 
Relation to Economy in Bridge Building,” which was presented 
to the Society some months ago. The discussion was opened 
by Mr. Clemens Herschel, who read a somewhat lengthy 
dissertation on Mr. Bender’s paper. Mr. Shreve was called 
upon, but declined on the ground that he had not prepared for 
the discussion. So did the venerable Mr. Whipple, one of the 
fathers of American bridge building, and also Mr. Morison. 
Mr. Bender then replied to Mr. Herschel, and Prof. Dubois and 
the previous speaker had some animated discussion of the 
subject. 

A very interesting paper was read by Mr. Petit, on the 
motives and reasons which governed the selection of the plans 
for the Centennial exhibition buildings. Mr. Schwartzmann,{the 
architect of the memorial art building, and also of the horticul- 
tural hall, was then called upom, and madeé some remarks on 
the reasons which should control styles of ‘architecture. 

Mr. Bogart read a communication from members of the Aus- 
trian Society of Civil Engineers, announcing that their Associ- 
ation desired to present to the American Society of Civil Engi- 
neers a part of the models and drawings of engineering works 
executed in the Austrian department, which would be placed 
atthe disposal of the American Society at the close of the 
Exhibition. A resolution accepting the donation with thanks 
was adopted. 

Various announcements were made of arrangements for the 
entertainment of the members of the Society during their stay 
in Philadelphia. A reception was to be given them at the Union 
League Club, Tuesday evening, by the resident members in 

Philadelphia, and by Mr. Fairman Rogers, at his house, on 
Thureday evening. An excursion on the Delaware River was 

wtranged by the American Dredging Company for Wednesday 

afternoon, and a joint meeting of the American Institute of 

Mining Engineers and of the Civil Engineers will be held in 

the hal} of the Franklin Institute, June 20. 

Altogether, the Eighth Annual Convention promises to be an 
agreeable one, but as with all other similar meetings held in 

Philadelphia this year, the allurements of the Centennial Ex- 

hibition will, it is feared, limit the amount of attention which 

the members of the Society will have left for the consideration 
of the subjects selected for discussion. It is not quite clear 
tither how the requisite consideration can be given to the sub- 
jects, papers, reports, etc., which form the programme for the 
Convention. There are but two meetings for their discussion 
proposed, each of three hours’ duration. There are, including 
the presiding officer’s address, twenty-two papers and reports 
to be received or discussed, or both, so that the average 
time to be devoted to each would average a little more 
than sixteen minutes apiece. It should be observed 
that the sort of subjects to be considered in this time are such 
% “The Theory of Continuous Girders;” “Waves of Transla- 
ton ;” “The Improvement of the Mouth of the Mississippi ;” 
Levees as a System for Reclaiming Lands ;” “ Metric System 

* Weights and Measures ;” “ Railroad Accounts and Returns;” 

“Railway Signals ;” “‘ Technical Education,” and *‘ The Resist- 

See of Railway Trains.” 

Now cither it is useless to prepare such a list of subjects for 
Consideration, or else more time should be devoted to their 
tion. A discussion of such a subject as those named 

of sixteen minutes’ duration possibly might be valuable, but as 

* matter of fact it never is. 








Some Questions to Expert. 


To Tm Eprtor oF THE RAILROAD GAZETTE: 
Twas not aware of propounding any conundrum to “Expert.” 





.| That isa capper. 


he would. He simply says: “She weighed about 18% tons, 
was 14-inch cylinders.” What stroke? What size of driving }, 
wheel? What lap and travel of valve? What size of fire-box, 
number and size of fines? Single or double dome, &c. ? These 
points he did not think to answer; but they are quite impor- 
tant to know, at least before accepting an'** Expert’s” say so for 
it. Can he give me the loss of power by the use of the slide 
valve ? Don’t think he can. Also, while he has pencil in hand, 
please give me what the loss is by “heating steam too hot.” 
This is something new to me. Getting steam too dry 
in our ordinary locomotive boilers! How many years has 
* Expert” handled locomotives? How many different builds 
of engines he must have handled to make such a statement ! 
I agree with you, Mr. Editor, in your comments on “Expert’s” 
communication. He flies the track very easily. Now what is 
the most astonishing is that he is confident, yea, positive, he 
can increase the power of a locomotive 20 per cent. for $60. 
I will say, as I did in the 12th of May, name- 
ly: ‘I would like to hear from ‘ Expert’ again on this sub- 
ject.” I might find him a hundred or two engines to recon- 
struct at his figures, providing they don’t heat their steam too 
hot after the change.” 


** Expert” gave us some idea of how to do this he is so very 
positive he could do if given a chance, rather than calling 
everybody fools or words to that effect, he would be more 
likely to find plenty of engines he could reconstruct, as per bis 
statement, for $60 per engine. H. Krnasianp, L. B. 











The Power of Locomotives. 


Yates Crry, Ill., June 3, 1876. 
To Tue Eprror or THE RAILRoap GazeTTe: 
“Expert” says in your paper of the 2d inst. that the conun- 
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HUDSON’S IMPROVED SAFETY VALVE. 


drums propelled by Mr, Kingsland, in your issue of May 12, are 
altogether too complex to be solved or explained in a news- 
paper article. Now, I do not agree with “Expert” in this 
respect. As I understand the matter, Mr. Kingsland, a loco- 
motive engineer, asks an unknown individual, who pretends to 
to be an expert in such matters, for his explanation of the cause 
of light locomotives being frequently much stronger in propor- 
tion than heavier ones. Now, I do not pretend to be an expert, 
or a practical locomotive engineer ; but I will, nevertheless, at 
the risk of being considered presumptuous, give my explanation 
of the matter. The power of a locomotive engine consists of, 
1, the power of traction, which is in proportion to the weight 
of that part of engine resting on thé drive wheels, and 2, of the 
steam power, or those elements that would constitute horse 
power in a stationary steam engine. These terms should be 
equal, or, in other words, the traction should be equal to the 
steam pressure multiplied by the area of the pistons multiplied 
by the length of tlie crank and divided by the radius of the 
drive wheels. If the traction is not enough, the wheels will 
slip ; and if it is more than is necessary, the surplus weight on 
the drive wheels only adds to the remstance or decreases the 
power. W. H. Rosmson. 


Effect of Grades and Curves on Wear of Rails. 


To rue Eprror or THE RAILROAD GAZETTE: 
The writer of this note, in endeavoring to look up information 
as to the effect of gradients and curvatures on the wear of rails, 











Iam of the same opinion as yourself, Mr. Editor, that if ) 


the subject. Ifany of your readers have authentic records as 
to the following points, they would doubtless be of much 


‘interest and value to many of your readers ; 


1. Records extending over a period of years as to the com- 
parative wear and renewals of rails on curves or sections con- 
taining heavy Curvature, and on ddjacent sections, straight or 
nearly so, and sustaining the same traffic and engine mileage. 
2. Similar information as to the wear of rails on gradients 
and level or nearly level track ; it being understood, of course, 
that the sections are contiguous to each other, so that the con- 
ditions of wear are the same in each case, W. 





"Hudson's Safety Valve. 


When an ordinary safety valve optins and steam begins to 
escape, the pressure of the escaping steam inside of the open- 
ing of the valve becomes reduced, and the valve is liable either 
to close entirely or to remain open so small a distance as not 
to relieve the boiler pressure rapidly enough, The engraving 
represents a form ef valve used extensively by Mr. Hudson, Su- 
perintendent of the Rogers Locomotive Works, and intended to 
overcome this difficulty. 

The valve, Z EZ, is of what might be called a cylindrical form, 
with a stem, F, shown in section in the plan, which extends 
down into a gutde, C, which is attached by arms to the valve 
seat. To the top of this guide or central piece, a piston, B, is 
attached, which fits into the inside of the valve, 2 FE. Owing 
to the form of the stem F, steam can pass up the tube C into 
the space D D above the piston and under the valve. When 
the steam pressure in D D becomes greater than the load on 
top the valve, the latter will be raised from the seat at 2 LZ, 
and steam will escape at A A. It will be observed, however, 
that there is no commuriteation between the space C0 C inside 
the guide and G G on the outside. Therefore when steam es- 
capes from the outside at A A, the pressure at Cand consequently 


| at D D is not diminished, excepting so far as the whole pressure 


in the boiler is diminished by the steam which escapes at A A. 
The valve will therefore remain open until the boiler pressure 
is reduced below that which will raise the valve. Owing to the 
escape of steam, the pressure at G @ is diminished as soon as 
the valve is opened, whereas that at D D remains the same as 
the pressure in the boiler, whether the valve is opened or closed. 








lron Cars and Car Frames in Europe. 


A writer in the Moniteur Industriel Belge says : 

At the origin of railroads on the Continent wood was used 
almost egchusively for the frames and bodies of cars. The tim- 
ber for the framing and the joiner work of the bodies should 
be of very good quality. In spite of the strictness of the in- 
spection of the wood on accepting it, it soon became evident 
at it suffered numerous injuries in service ; that the paint or 
other coating could not protect the wood from the deteriora- 
tion arising from the effect of the air—deterioration made 
more disastrous by the constant movethent of the vehicles. 
This, however, is not the only nor the principal cause of their 
rapid deterioration: the cars were without buffers and clastic 
connections, and, although wood is elastic, shifting at the sta- 
tions soon racked the frames, broke the buffer beams, and re- 
quired frequent repairs. To avoid these causes of deteriora- 
tion, the plan was made to isolate the car in a mawner to pro- 
tect it from shocks by the use of buffing and traction springs. 
As the sills bent, it was proposed to reinforce them with strong 
iron plates; finally the wooden sills were suppressed entirely 
to be replaced by plate iron 0.4 in, to 0.6 inch thick. 

Thanks to the progress of metallurgy, which make it possi- 
ble to offer special irons at reduced prices, the —_ iron was 
replaced by rolled iron because of a profile offering greater 
stiffness and better fitted for thé erection of the car. Thus it 
has been found advantageous to replace successively the 
wooden parts forming the frames 4! special irons, The wooden 
buffer beams which, on account of their elasticity, until recent- 
ly still found partisans among engineers, have in their turn 
been replaced by iron beams, In fact, by the increase of traf- 
fic trains mort growing longer, and the leading cars had to un- 
dergo considerable shocks. To-day, the use of iron cross 
beams has become general; sometimes, however, a burring of 
wood is inserted of a length equal to the distance beiween the 
sills. ’ 

According to the statistics of the cost of maintaining rolling 
stock, cars entirely of wood of 22,000 Ibs. — cost about 
$22 (gold) for maintenance yearly, and their average life is 
about 16 years. We understand by average life the time at the 
end of which the vehicle has cost in expenses for repairs as 
much as its purchase price, This average life is applied to ve- 
hicles which are not destroyed by accidents, fire or other ab- 
normal causes : in the latter cases the iron cars have the ad- 
vantage, their wrecks being worth more than those of wooden 
cars. ; 

The cost of maintenance of iron cars is very low; a coating 
of some protecting substance renewed yearly assures an 
almost indefinite life to the materials. The repairs other than 
those of the wheels, axles, springs—in a word, of the running 
gear and the draft apparatus—which are nearly the same as 
tor wooden cars, are Mmited to the replacing of a few rivets, 
and a straightening of yates. Upon various —- lines 
where iron cars are used almost exclusively, especially for car- 
rying coal, the average cost of maintenance is about 15 cents 

early. 

The life of an iron car cannot be determined for lack of 
material, the first of those cars having been put into service 
only about 15 yearsago. There exists, however, a covered car 
entirely of iron constructed thirty B segs ago, when the Belgian 
railroads began. It is still in perfect condition, However, no 
others were constructed on account of the inconveniences re- 
sulting in summer from the great heat in close cars of plate 
iron. This also was the opinion of the Technical Convention of 
the German Railroad Union held in Dresden in September, 1865. 
The question submitted to the engineers —— to the 
Union was decided unfavorably to covered cars of iron, but 
favorably to frames entirely of iron. As to cars with raised 
sides [gondola cars, oe) their use was not yet sufficiently ex- 
tensive to justify a decision. 

In Germany, where the use of cars wholly of iron for the 
transportation of merchandise is becoming general, the Y ~~ 
is that since their employment the working expenses due to 
renewals and repairs have diminished, the safety is greater, 
the derailments less frequent, an account of the parallelism of 
the axles, which remains invariable. In Upper Silesia there 
were 1,200 ears in service wholly of iron im 1867, the first dating 
from 1861: in the Saarbrueck roads there were about 1,000 at 
the same date. The former weigh about 12,100 lbs., the latter 
a little less. abd 

The dead weight of these cars of 22,000 lbs. capacity is gen- 
erally greater than that of wooden cars. In Belgium, where 
these cars weigh only 10,100 to 10,500 Ibs., it is not so; this 
arises from the more skilful use of the material by the builders 








not, however, answer my questions as fully as I hoped 


has been surprised at the paucity of published information on 
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In Seah, inatend of enpnerting ie cot Loay om tne oie, the TIME TABLE. 
German have e two or ones : f “ 
being bent so as to form a Bt. Andrew's cross for the strength- | Schedule and Actual Time of Jarrett & Palmer's Trans-continental Express, from Jersey City to Pittsburgh without sop, 
ening of the frame. Now the two last-named are too heavy. June 1, ‘ 
The same object is attained by intermediate — — ——— e — — — — — — — — 
pendicular to the side pieces on the Belgian plan. In this Sche- 
case also the is more completely does not dule 
need to be with stud surrounding it entirely time. 
The of the iron frame has ex : 22 Dist. — * 
to cars. These rigid frames, not changing form fro dhe: 
tks wooten. ones, secure ter durability to the car-body,| yj y| New York City. |Actu’l| | 
= e.| 12:45 |New York time. 
and t greater aoe * case of accident and derailment. | City. 12:40 |P. R. R. time. 
In het, it is remarked that iron frames resist the greatest | —— Eves 
shocks without crushing, and under these conditions the car- 1.0\Jersey City.......... 12:53 | 12:50 
body, fixed to the frame only by a few bolts, becomes detached | 8.9 1:03 |New York & Newark BR. R. crosses. 
and is thrown to one side and preserves the travellers from the | 14.2 1:11 |Central R. R. of N. J. crosses. 
most terrible accidents. aie peseee| 1:18 Zunction of Perth Amboy & Woodbridge RB. 
In such circumstances wooden frames break and at the same | 47's! princeton Junction...| 1:81 | 1:62 |Junction of Princeton Brawchh en” And Jamesburg Branch. 
time break the car-bodies with which they are incorporated. | 66/s/prenton .............. 2:00 | 2:02 |Junction of Belvidere Delaware R. R. & Bordentown Branch. 
The latter then are crushed one upon another, and cause evils | 77.3\Holmesburg Junction| 2:25 | 2:26 \Junction of Bustleton Branch. 
with the most deadly consequences for the passengers. ; 8).5|Fraukford Junction..| 2:30 | 2:31 |Junction of Branch to Kensington Depot, Philadelphia. 
In England, where car frames are still made of wood, rail-| 83.9|North Penn’a Junc....| 2:34 | 2:34 Crossing of North Pennsylvania R. R. 
road accidents are more disastrous than in Germany and | %5.1|\Germaptown June..,.| 2:36 | 2:36 |\Crossing Germantown & Chestnut Hill Branch Philadelphia & Reading R. R. 
Belgium. I — : 
-2)Mantua......... «+s 2:39 2:40 |Junction of U. R. R. of N. J. Division, P. R. R. with Penna. R. R. Division. Centennial Grounds, 
On Railroad Accounts and Returns. 12:5 Bryn Mawr...... s+ 2:55 | 2:52 |Bryn Mawr. Hotel, P. R. R. Co. 
—— 7— WORM. .64 $:10 |Junction of West Chester Branch, W. C. & P. R. R. 
[A Paper by William P. Shinn, Member of the Society, Pre- Junction of Waynesburg Branch P. R. R. & Chester Valley Branch of Philadelphia & Reading R. R. 
sented to the American Society of Civil Engineers, June 2, | 118.2) Downingtown........ 3:28 | 3:28 Water trough. 
1876. ins Coatesville 2S pap het te. 8:38 3:38 Crossing Wilmington & Reading R. R. 
In the report of the Railroad Commissioners of Massachu-| i47's\Teaman Place........| 4:08 | 408 [Junction of i 
setts for 1875, as well as in previous sapere, cared and need- | 154.4\Lancaster.....-....... 4:26 | 4:26 |Terminus of Lancaster & Quarryville Branches of R. & C, R. R. 
ed mention is made of the great defects in the keeping of ac- | 165.6|Dillerville............ 4:29 | 4:28 |Junction of Columbia Branch, P.R.R. Water trough. 
counts by railroad companies, and of the total want of reliabil- | 161.7|Lendisville .......... 4:39 | 4:36 |Crossing Reading & Columbia R. R. 
on accounts 0 miscellaneously kept. 181.2/Branch Int........... 6:05 | 5:04 |Junction of Columbia Branch, P. R. R. 
ity of returns y kep , 
had ence in railroad accounts, and | 1%.2|Baldwin ............. 5:14 5:15 [Pennsylvania Steel Company's Works. 
oan i — tthe affairs of ilroad | — 
rauroa baer arms 
com’ * en fn ay ae that lack + pte aystem of sccounte 191.3 Harrisburg...... .... 5:18 | 5:20 |Junction of Cumberland Valley and Lebanon Valley railroads. 
wi of the name is the rule, and its existence the exception | 196 4!Rockvilic...... ......| 5:26 | 6:8 \Junction Schuylkill & Sn uehanna R. R. 
(particaarty on the old and long-established roads), I beg to W. end Susquehanna y 8q * 
the folloving suggestions. ; . 197.3] . Bridge....... seseee $1 | 5:31 |Cross Susquehanna River, Bridge 3,935 feet long. 
they being the nested *2* weiss returns oe pS aimee sone: Bi dlees — — of Northern Central R. W., connecting with Philadelphia & Erie R. R. 
to be made, and the returns being worthless es8 accounts arysville,........... : ion, P. R. R 
= correctly Kept, is would seem — ee, onSee nw Ee 6:38 | 68 Junction of Mimlin & Centro Co. R. R. and Sunb & Lewistown R. R 
r ire them, Ww Bocce ¢ Junction o n Yentre Co. R. R. and Sunbury Lewistown R. R. 
State is authorized to require returns, and does requir 277.0\Mt, Union............ 7:08 7:09 |Terminus of East Broad Top R. R., (narrow gauge). 
it should also require that certain general principles chouud Fv stown, 0 1:12 | 7:12 |Water trough , ' 
be observed ink the accounts which returns are to Junction of H, & B. T. R. R., connecting with Bedford Division, P. R. R., and route to Bedford 
be made, and on the correctness of which returns depend. I | 986.7/Huntingdon..........| 7:25 | 7:25| Springs. 
would suggest as proper requirements in the keeping of ac- | Junction of T. & C. Ry. and B. E. V. R. R., latter connects with Phila. & Eric R. R. Division at 
counts tha’ eyed (EE CEEL Ee 7:53 7:56 Lock Haven, 55 miles distant. L. O. & 8. C. B. R. connects (in course of construction). 
1. Zarnings should be shown and reported rather than re- | 915.9/Bell’s Mills........... 8:05 | 8:05 |Terminus of Bell's Gap R. R., (narrow gauge). 
ceipts asa large on of each month’s “ earnings” only | ——- — — 
become yr ” in the following months. 922.8) Altoons......000 esse Connection of H. & M.C. Branch. Headquarters P.R. R. Division. Location of principal ma- 
2. Expenses ‘Rould include all liabilities incurred for services 8:12 | 8:15 chine and car shops of the company. 
rendered and materials used in the current month, and other | go. ) Kittauning Point..... 8:23 | 8:23 |Kast End Horse Shoe Curve. 
liabilities liquidated in amount, regardless of when they are | 934 6\Gallitzin....... 8:35 | 8:33 Summit of Railroad at West End ot Tunnel; 3,612 feet long; 2,300 feet above the level of the sea. 
paid or payable. ⸗ — 8:39 | 8:38 |Junction of Ebensburg & Cresson Branch, Cresson Springs and Mountain House. 
8. Ma moe should include the cost of labor and mate- | 361.5|\Johnstown............ 9:10 | 9:10 {Location of Cambria Iron Works and Bessemer Steel Plant. Foot of the Western Slope Allegheny M, 
such as may be n to make and keep | 365.7|/Sang Hollow......... 9:17 | 9:16 |Water trough. 
rials 
the track, machinery and s' tures ‘as good as new,” less the | 986.2) Blairsville Int........ 9:45 9:43 |Junction Indiana Branch and West Pennsylvania R. R. 
market value ot old materials released from use. 391.7) Millwood...... ......| 9:51 9:50 |Millwood Coal and Coke Company’s Works and narrow gauge railroad. Water trough. 
4. Construction should include only actual addition in extent 407.9/Southwest Branch....|10:12 | 10:11 |Junetion of Southwest Pennsylvania R. R. 
to tracks and structures, real estate, etc yt —— — —— ———— Branch Penn Gas Coal Company. 
y ’ — . 25.2\ Springhill. ater trough. 
a: should —— ——— — wh ma 427.8|Brinton ... Junction of Pittsburgh Division, Baltimore & Ohio R. R. 
en; coaches, cars, ey — 
filled by re » ete. ‘ 439.5|Pittsburgh Connection with P. 0. & St. L., P., Ft. W. & C., A.V. R. R. and P. V. & ©. R. W. 
6. ould consist of the actual difference in value 


tween track, structures or equipment and the cost 
——— worn out, with An of same quality as 
were originally constructed—such as steel rails in place of iron, 
brick or stone buildings in lieu of wood, etc. 

7. Liabilities should include all expenses incurred and con- 
struction, betterment and interest liabilities, which may be 
unpaid at date of report, 

"Assets should include all earnings or income earned, but 
or become receipts at date of report. 

Interest should include all interest due or past due, 


( id id at date of report. 
waa Obes peratng should be ede up from expenses and 


exclusive 0 expenditure. 
Accounts so kept, and in which the — were required 
to report the s ic tracks, structures, etc., charged to con- 


on and equipment, and the items for which betterments 
raed te id be incapable of manipulation in the man- 
ner and to the extent set forth in the Massachusetts report, 
and returns based thereon would give a volume of information 
now sought for in vain in State reports. The system for keep- 
ing them is now in operation on several leading lines in the 
Weat, and it is as simple as it is comprehensive. 

As to returns—the careful investigator into railroad economy 
will look in vain through all the volumes of State reports to 
find data upon which to base any calculations as to actual cost 
of traffic or the economy or otherwise of its transportation, 
for the following (as well as other) reasons, viz.: ; 

Most ve a traffic largely preponderating in one 
direction—much of the traffic transported in that direction 
must pay (ifitis to realize a profit) not only the cost of its 
* 

ing 





tion, but also that of returning an empty car. 
N beening upon this fact appearsin any of the State 


reports, so far as ) 

n wo a correc’ ratan of the business of a rail- 

road oma of the economy with which its traffic is moved. 
erefore suggest as addi 


am aware, and nothing is more absolutel 


Ith tional items to be embraced in the 
returns : 
1. Mileage of loaded cars in each direction. 
2. “ “ “ “ “ 


8. Ton mileage of freight ‘“ * 
— * we passing over the whole road in each 
direction. 

5. Earnings from freight in each direction. 

6. from passengers in each direction. 

7. Passenger mileage * * 

8. Terminal expense chargeable to freight. 

9. * we passengers. 

The above are the most important items of information 
omitted, although there are others which would be desirable, 
but not so absolu! . 

But the — Mis of returns do not agree in 
any two States, and this fact, while it baffles the investigator 
who seeks to compare the results of operating roads located in 
different States, also causes ra companies whose roads 
extend through or into several States much trouble in render- 
ing their re cularly as they are required to be ren- 
dered to different dates, thus: Ohio report is to June 30; Penn- 
sylvania —* is to Nov. 1; Minois, New York and Massachu- 
setts each 30. 

Most railroad companies end their fiscal year at Dec. 31, but 


as Legislatures gener meet in December or January, re- 

turns cannot be made to Dec. 31, tabulated, and pence pre- 

—— to lay before the Legislature ; hence, the diver- 
08. 


railroad companies require two months at least to close 
their accounts and make up their returns, and should have 
three, the most satisfactory date to which returns should be 
made would be June 30, giving the companies until Oct. 1 to 
make them, then the er or other State officer would 
have two to three months before the Legislature meets in which 
to tabulate, review and sine 
That these reforms ld meet the views of the accounting 











Frank THOMSON, 
vs f General Manager. 


officers of the railroad companies I fully believe, and to accomp- 
lish them, co-operation between the various State Commission- 
ers is required. 

To bring this about, I would suggest the appointment of a 

Jommittee of the Society on “‘ Uniform Accounts and Returns 
of Railroad Companies to State Commissioners,” with authority 
to correspond with the commissioners of the several States, and 
to arrange for a meeting with them to consider the steps 
necessary to the adoption of this desirable improvement. 

I have before taken occasion to state to the society, and I now 
repeat it as my view, that the railroad companies of the countr 
may be relied on to give to the people of the country the a 
vantage, in lower rates of transportation, of all improvements 
made and economies effected, and itis to investigations scien- 
tifically made on data known to be reliable that we are to look 
for such improvements and economies, hence the importance of 
establishing the State returns on a correct basis. 








The Great Pennsylvania Run. 


We publish with this a table of the schedule made up for the 
Jarrett & Palmer fast train over the Pennsylvania Railroad 
from New York to Pittsburgh, by the side of the time actually 
made, the whole being reprinted from a card published by the 
company, as a permanent record of one of the greatest feats in 
the annals of railroads. 


~ General Railroad News. 








ELECTIONS AND APPOINTMENTS. 


Boston & New York Aw Line.—At the annual meeting in 
Middletown, Conn., June 6, the following directors were chosen: 
E. Elle y Anderson, Isaac Anderson, J. N. Camp, Allyn M. 
Colegrove, Charles ana, Benjamin Douglas, H. B. Hammond, 
D. B. Hatch, Henry Lewis, George 8. Moulton, Ripley Ropes 
Samuel 8. Sands, Thomas L. Watson. The board elected 
Samuel 8. Sands, President; H. B. Hammond, General Mana- 
ger; D. B. Hatch, Treasurer; Thomas L. Watson, Secretary. 


Chicago, Rock Island & Pacific.—At tlie annual meeting in 
Chicago, June 7, the following directors a of the 
board) were chosen for three years: John F. Tracy, Hugh Rid- 
die, Chicago; P. L. Cable, Rock Island, Ill.; Wm. L. Scott, Erie, 
Pa.; David Dows, New York. Mr. Cable is a new d rector, re- 
— B. E. Allen. The board re-elected John F. Tracy 

resident; Hugh Riddle, Vice-President and General Superin- 
tendent; Francis H. Tows, Secretary and Treasurer; J. F. 
Tracy, W. L. Scott, F. H. Tows, David Dows, Hugh Riddle, 
Executive Committee. 


Warwick.—At the annual meeting in Providence, R. I., June 
7, the following directors were chosen: Matthew Baird, Phila- 
delphia ; G. W. Beach, G. W. Prentice, Thomas Rutter, Richard 
Vose, New York. 

Vermont & Massachusetts,—At the annual meeting in Bos- 
ton, June 7, the following directors were chosen : Wm. H. Hill, 
James A. Dupee, Boston ; Daniel 8. Richardson, Lowell, Mass.; 
George F. Fay, Thornton R. Ware, Fitchburg, Mass. ; Wendell 
F. Davis, Greenfield, Mass.; Francis ue, Brattleboro, 
Vt. The road is leased to the Fitchburg company. 

Bangor & ergo 4 is.—At the annual meeting in Bangor 
Mé., June 7, the old board was re-elected and George KJ eet 





G. Ciinron GARDNER, 
Gen’l Sup’t, P. R. R. Div. 





was chosen President, The road is leased to t 0 & 
North American, —— 


F. Woror Jackson, 
Genꝰl Sup’t U. R. R.ot N.J.Div. 


Lake Superior & Mississippi.—At the annual meeting in St. 
Paul, Minn., June 5, the following directors were chosen: Geo, 
Burnham, Edward W. Clark, Frank H. Clark, Wm. Dawson, 8, 
M. Felton, Charles H. Graves, Isaac Hinckley, John B. Isley, 
Wm. G. Moorhead, E. A. Rollins, James Smith, Jr., J. H. Stew- 
art, George Whitney. 


Baltimore & Potomac.—At the annual meeting in Baltimore, 
June 7, the following directors were chosen : Oden Bowie, A. J. 
Cassatt, George B, Roberts, B. F. Newcomer, W. I. Walters, 
George Small, Samuel Cox, Dr. Eli J. Henkle. The board 
elected Oden Bowie, President; A. J. Cassatt, Vice-President ; 
John Crowe, Secretary and Auditor ; John 8. Leib, Treasurer. 
There is no change from last year. 


Springfield & Northwestern.—At the annual meeting in Spring 
field, ti, June 6, the following directors were chosen : Jaco 

Bunn, Hugh Fullerton, J. K. Kincaid, George Passfield, C. 
Rourke, J. F. Stuart, John Tice, D. J. Waggoner, John Wil- 
liams. The board elected John Williams President; John F. 
Stuart, Vice-President; George Passfield, Treasurer; A. Oren- 
dorff, Secretary. 


Franklin Telegraph.—At the annual meeting in Boston, June 
7, the followin air actors were chosen: Sidney Dillon, Jay 
Gould, Thomas T. Eckert, W. J. Lyons, John A. Mortimer, 
Henry M. Taber. F. L. Ames, E. H. Atkins, E. A. Roilins. 


Chicago & Northwestern.—Mr. 0. C. Wheeler has been sp- 
pointed Assistant General Superintendent. He has been for 
some time General Freight Agent of the Michigan Cenvral. 
Mr. Wheeler was formerly connected with the Northwestern for 
a number of years, as Division Superintendent and afterwards 
General Freight Agent. 


Keokuk, Iowa City & Minnesota.—At the annual meeting in 
Washington, Ia., June 7, the following directors were chosen: 
William Leighton, Edward Johnson, Keokuk, Ia.; D. Camp- 
bell, P. Saunders, Mt. Pleasant, Ia.; J. H. Wilson, John Gra- 
ham, Washington, Ia.; Ezekiel Clark * J. Boal, lows 
City, Ia.; Adam Perry, Cedar Rapids, fa. The board elected 
Wm. Leighton President; Ezekiel Clark, Vice-President; George 
J. Rodman, Secretary. * 

Hudson Suspension Bridge & New land Railway.—+he 
new board has elected ine Fellowin 2 President, Charles 
J. Pusey; Vice-President, Johm Q. Hoyt; Treasurer, 0. W. 
Humphrey; Secretary, James R. Macbeth; Chief Engineer, 
Edward W. Serrell. 

Watervile & Washington.—This company has been reorgan- 
ized by the election of the following directors: Messrs. Shriner, 
Low, Vidder and Rockfeller, Washington, Kan.; W. F. bows 
Thomas Murphy, Atchison, Kan.; A. M. Greenleaf, A. 5. 
Barnes, New York; R. M. Pomeroy, Boston. The new vi 
has elected R. M. Pomeroy President, A. M. Greenleaf, * 
President; W. F. Downs, General Manager; Henry Day, At ch 
ney. Mr. Downs is Superintendent of the Central Branca, 
Union Pacific. 

Kentucky Central._Mr. George H. Pendleton has been re 
elected President for the ensuing year. 

Terre Haute & Indianapolis.—Mr. John G. Turner has been 
appointed Paymaster, in place of J. H. Hager deceased. 

St. Louis, Rock Island & Chicago.—Mr. George L. ee 
has been appointed General Freight Agent in place of Wm. 
Cox, resigned, and took charge of the office June 15. ai 

Cape Girardeau & State Line.—At the annual meeting ™ 
Cape Girardeau, Mo., May 20, the followi directors wee 
elected for the ensuing year: Philip R. Van Frank, John 
Sebastian Albert, Wm. B. Wilson, Jos. B. Philipson, ™ Obie 
Doyle, Louis P. Clostermann, Nicholas Wichterich, J, Ys 
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hausen, A. M. Casebolt, A. B. Dorman, Charles E. Rodney, | to Oswego, from $7.26 to $5; to Auburn, from $6.58 to $4; to | are about the same as for the previous week (a trifle less), and 
Louis W. Miller. The board met May 27 and elected Phili Geneva, from $7.10 to $4; to Canan from $7.54 to $4.50. | somewhat less than for the other weeks since the 2 of 
Van Frank tages heen B. Wilson, Vice-President ; John | The same rates will be adopted for east-' tickets. navi; 


vers, Secre and Treasurer; Philip R. Van Frank, Wm. B. 
— Louis F. Clostermann, Executive Committee. 

Peoria, Pekin & Jacksonvile.—At the annual meeting in 
Peoria, [ll., June 8, the following directors were chosen : John 
Allen, Lucius Hopkins, James L. Constable, Edwin L. Trow- 
bridge, Richard Arnold, James F. Kelsey. The board elected 
John Allen President ; W. C. Philips, Secretary. 


Flint & Pere Marquette.—At the annual meeting in East 
inaw, Mich., June 7, the following directors were chosen, 
#803 shares being voted on: Wm. L. Webber, H. C. Potter, 
East Saginaw, Mich.; O. W. Potter, John H. Prentiss, Chicago; 
Philo Remington, Lion, N. Y.; Wm. W. Crapo, Charles R. 
Tucker, Alexander H. Seabury, New Bedford, 5 Jesse 
Hoyt, New York. The new directors are Messrs. O. W. Potter, 
Seabury and Remington, who succeed Samuel Farwell, de- 
ceased, W. J. Rotch and G, W. Ledlie. Mr. Potter is one of 
the executors of the Ward estate; Mr. Remington is the well 
known manufacturer of arms. 


New Brunswick.—At the annual meeting in Fredericton, 
N. B., June 6, the following directors were chosen: Alex. Gib- 
gon, A. F. Randolph, Thos. Temple, Robert Robinson, E. R. 
Burpee, 8. 8. Hall, J. P. C. Burpee. The board re-elected Alex- 
ander Gibson President, and Julius L. Inches Secretary and 
Treasurer. 

Canada Southern.—At the annual meeting in St. Thomas, 
Ont., June 7, the following dicectors were chosen: William H. 
Vanderbilt, Augustus Schell, Samuel F. Barger, E. D. Worces- 
ter, Joseph Harker, W. L. Scott, Sidney Dillon, Adam Crooks, 
BE. A. Wickes. 

Keokuk & Des Moines.—At the annual meeting in Keokuk, 
Ia. June 6, the following directors, whose terms then expired, 
were re-elected for three years : Edward J. Mandell, J. Augus- 
tus Johnson, Robert C. Geer. 

Rome, Watertown & Ogdensburg.—At the annual meeting in 
Watertown, N. Y., last week, the old board was re-elec as 
follows: Marcellus pny egg ge C. Pierrepont, Moses Tay- 
lor, Samuel Sloan, Theo. in, T. H. Camp, C. Zabriskie, 8. 
D. oe Gardner Colby, John 8. Farlow, William E. 
Dodge, William M. White, John T. Denny, 

KEnightsville & Chicago.—The first board of directors of this 
new company is as follows: Joseph W. Collett, John Collett, 
W. K. Edwards, Samuel Groendyke, L. D. omas, Ensign 
ae, Wm. Watson, R. m. Hollingsworth, James T. Cas- 


Doansville, Terre Haute & Chicago,—At the annual meeting 
in Terre Haute, Ind., June 6, the following directors were 
chosen : E, M. Benson, H. W. Beckwith, Josephus Collett, Jr., 
W. K, Edwards, W. R. McKeen, J. E. Martin, Claude Matthews, 
0. Y. Patterson, Chauncey Rose. The board re-elected Jose- 

hus Collett, Jr., President and Superintendent; J. 8. Hunt, 

retary ; Josephus Collett, Treasurer. 


Terre Haute, Worthington & Bloomfield.—Officers of this new 
company have been chosen as follows: President, 8. eee 
Indianapolis ; Vice-President, R. N. Hudson, Terre aute, 
Ind. ; Secretary and Treasurer, George C. Duy. 


Burlington, Keosauqua & Western.—This company was or- 
anized at West Point, Ia., June 8, by the election of the fol- 
owing directors: G. L. Epps, Denmark, Ia.; J. B. Pease, Big 
Mound, Ia. ; C. Baldwin, & C. Duffield, Keosauqua, Ia. ; John 
8. David, L. H. Dalhoff, James Morton, J. O. Power, D. N. 

Smith, Burlington, Ia. 


Columbus, Chicago & Indiana Central.—At the annual meet- 
ing in Columbus, O. June 7, the following directors were 
ch sen: B. E. Smith, W liam Dennison, C lumbus, O.; John 
Gard_er, Norwalk, O.; John 8. Newman, J. N. Converse, In- 
dianapolis; J. T. Thomas, Philad: —— ; Adrien Iselin, William 
Whitewrigh', Jr., F. R. Fowler, snry Morgan, J bn Blood- 
good, A. W. Greenleaf, Alexander Taylor, Jr., J. Nelson Tap- 
pan, John B. Thompson, New York. 


Northern Pacific.—Mr. George G. Sanborn is appointed Gen- 
eral Agent, with office at St. Paul, Minn. Mr. Sanburn was un- 
til —— Superintendent of the Nashua, Acton & Boston 
road. 


East River Bridge.—The tru-tees have re-elected Henry O. 
A President, and Abram 8. Hi witt Vice-President. Mr. 
r 


arle- J. Canda has been appointed a trustee in place of F. 
B. Thurber, re-igned. 








TRAFFIC AND EARNINGS. 


Petroleum Movement. 


The Chesapeake & Ohio has succeeded in obtaining a con- 
siderable business in petroleum from Pittsburgh, which is car- 
ried down the Ohio to Huntington and delivered by the rail- 
roadat Richmond wharves. In four weeks from the first ship- 
ment 27,000 barrels went by this route. The higher ocean 
freights from Richmond makes the price of oil there about “8 
cent lower than at other seaports, but this is more than e 
up by the difference in freights from Pittsburgh, as the tariffs 
now stand. With three feet of water a steamboat takes down 
6,000 barrels and makes two trips a week, and the time from 
the Pittsburgh refinery to the vessel at Richmond is reported 
at four days. 

The exports from the Atlantic ports for the five months from 
Jan. 1 to June 3 were, in gallons: 





1876. 1875. 1874, 1873. 
New York.......... 43,803,070 50,505,577 54,433,909 50,911,502 
3S 923,872 1,030,;102 1,201,226 1,031,927 
Philadelphia .... ...23,167,001 14,873,142 28,655,115 26,484,723 
Baltimore ......... 15,530,572 10,339,829 1,868,885 1,121,758 
BOL 62.2 ccccce 83,424,515 76,748,650 86,159,135 179,649,910 


Compared with 1875, there is an increase of nearly 9 per cent. 

in the exports, but compared with 1874 there is a decrease of 

cent. Compared with 1874, New York’s exports have 

en off nearly 20 per cent. and Philadelphia’s 2 per cent., 

while Baltamore’s have increased more than 700 per cent. 

pared with last year, New York shows a decrease of 18}4 

per cent., Philadelphia an increase of 55 per cent., and Balti- 
more an increase of 50 per cent. 


Ocean Rates. 


From New York to Live 1 dairing the past week grain has 
been taken by steam at "Ba: to 9d., closing at 9d.; Ey rail at 
744. per bushel; cotton by rail at 9-32d. per pened; rovisions 
at 408. to 45s. per ton, flour by rail at 2s. per barrel ; to 
London, by rail, flour at 2s. 44%d., and by steam, grain at 944d. 
and 10d., and flour at 3s. To Cork, for orders, sailing vessels 
Were chartered at New York for grain at the rates of 9%4d., 
a yy 10d. per bushel of wheat; from Baltimore at 1044. 


i4d.; from Philadelphia at 9%d. Refined —— was 
taken oni New York to Bristol at 48. per barrel ; from Phila- 


delphia to Antwerp or Bremen at 4s. 


P r Rates. 


The latest rates announced by the Erieto points where it 
comes in competition with the New York Central took effect 
June 14 and are as follows; To Buffalo, Tonawanda, Niagara 
Falls or 8 sion Bridge, $5; excursiontickets, $9; Dunkir ‘k, 
%6; Attica, Batavia, Le Roy, Caledoniaor Rochester, $4.50; 
xcursion tickets, $8. The company will also reduce the fares 
by its line to other cities on the New York Central Raiiroad as 

ws: To Utica, from $5 to $4; to Syracuse, from $6.06 to $4; 





Railroad Earnings. 
Earnings for various periods are reported as follows: 
Year ending May 31: 


1875-76. 
Boston & N. Y. Air Line. $165, 
Expenses 28, 


1874-75. Inc. or Dec. P.c. 





Net earnings......... 
Earnings per mile.... 3,320 
Per cent. of expenses. 
Ten months ending May $1: 
Boston, Revere Beach & 





























LOD voceccccocccoece $89,613 .......... ...... . 
Earnings per mile ..... BBL nccccccces coccces peegoces eoee 

Five months ending May 31: 

1876. 1875. 
Atchison, Topeka & San- 

DAM isbesgeesesene » $852,834 $468,754 Inc.. $384,080 81.9 
Atlantic & Pacific...... 504,698 465,651 Inc.. 39,047 84 
Canada Southern ...... 721,873 421,350 Inc., 300,523 71.3 
Central Pacific......... 6,262,000 6,171,813 Inc 90,187 1.5 
C o & Alton ....... 1,794,431 1,730,733 Inc.. 698 3.7 
Chi., . & St. Paul... 3,083,185 2,650,273 Inc.. 432,912 16.3 
Flint & Pere Marquette. 395,376 .......005 seeeee o0deececces * 
Tlinois Central ........ 2,934,117 2,883,571 Inc.. 50,546 «14.8 
Ind., Bloom. & Western 640, 515,249 Inc.. 125,192 24.3 
Int. & Great Northern... 504,669 514,722 Dec 10,053 2.0 
Michigan Central...... 2,932,314 2,710,591 Imc.. 221,723 8,2 
Missouri, Kan. & Texas. 1,184,712 1,007,571 Imc.. 177,141 1.8 
Ohio & Mississippi .... 1,542,923 1,332,292 Imc.. 210,631 15.8 
Pacific, of Missouri .... 1,448,802 1,173,719 Inc., 275,083 23.4 
St. Louis, Alt. & T. H., 

Belleville Line....... 196,894 241,771 Dec.. 44,877 18.6 
St. Louis, Iron Moun- 

tain & Southern...... 1,474,305 1,348,318 Inc.. 125,987 9.3 
St. Louis, Kansas City 
@& Northern.......... 1,271,565 1,057,009 Inc.. 214,556 20.3 
Tol., Peora & Warsaw. 557,437 351,452 Inc.. 205,985 68.6 

Four months ending April 30: 

Bur., Cedar Rapids & 

DNESOtA......++6++ 633 3368,010 Inc.. $24,614 6.8 
Expenses ........+++. 277,245 258,809 Inc.. 18,436 TA 
Net earnings......... $110,388 $104,210 Inc.. $6,178 5.9 
Per cent. of expenses. 71.63 71.30 Inc.. 0. 0.3 

Cleveland, Mt. Vernon 

& WAED vicccceccce 117,693 124,938 Dec.. 7,245 5.8 

Expenses ........++++ 90,925 99,417 Dec.. 8,492 8.5 

Net earnings......... $26,768 $25,521 Inc $1,247 4.9 

Per cent. of expenses. 17.25 9.53 Dec 2.28 2.9 
Michigan Central...... 2,302,966 2,153,802 Inc.. 149,164 7.0 

Expenses ............ 1,518,477 .......... eeccecccces sees 

Net earnings......... $784,489 ..... coos 

Per cent. of expenses. CB.BB  ncccccccce ———0 — eee 
Hannibal & S8t.Joseph. 621,987 $497,036 Inc.. $124,951 26.1 
Houston & Texas Ceut.. 981,392 805,139 Inc.. 176,258 21.9 
Missouri, Kan. & Texas. 971,874 820,480 Inc 151,394 165 

Expenses ............ 510,300 436,680 Inc 73,720 16.9 

Net earnings......... $461,574 $383,900 Inc.. $77,674 2 

Per cent. of expenses. 62.51 53.21 ee 0.7 13 
Paducah & Memphis... 16,740 62,867 Inc 13,873 22.1 

Expenses ........++6+ 48,718 47,443 1,275 8=2,7 

Net earnings ........ $28,022 $15,424 Inc.. $12,598 81.8 

Per cent. of expenses. 63.48 15.42 Dec.. 11, 16.8 
St. Louis, Iron Moun- 

tain & Southern ..... 1,209,405 1,073,171 Inc.. 186,234 12.7 

EXpenses ......+++0+ 626,549 647,664 Dec.. 21,115 3.3 

_Net earnings ........ $582,856  $425.607 Inc.. $167,349 37.0 

Per c_nt, of expenses. 61.81 60.35 Dec.. 8.54 14.2 
St. Louis & Southeast’n 329,087 340,458 Dec.. 11,871 3.3 

Expenses ........-.-. 290,806 208,465 Dec.. 7,659 2.6 

Net earnings......... $38,281 $41,993 Dec.. $3,712 88 

Per cent. of expenses. 88.36 85.16 Inc.. 3.21 3.8 

Month of April : 

Hannibal & St. Joseph.. $148,573 $147,439 Inc $1,134 08 

Houston & Tex. Central 194,983 165,087 Inc.. 29,946 18.1 
Month of May: 

Atchison, Topeka & San- 

4 FOscccccccccccocces $212,083 $106,482 Inc.. $105,601 99.2 
Atlantic & Pacific...... 99,60: 93,896 Inc.. 5,706 64 
Canada Southern ...... 123,088 102,546 Inc.. 20,542 20.0 
Central Pacific ......... 1,700,000 1,798,468 Dec.. 96,468 5.5 
Chicago, Mil. & St. Paul 819,453 718,465 Inc.. 101,388 14.1 
Flint & Pere Marquette. 90,162 88,719 Inc.. 1,443 16 
Tiliuois Central ....... - 685,969 604,881 Dec... 18,912 34 
Ind., Bloom. & Western 130,585 89,694 Inc.. 40,891 45.6 
Int. & Great Northern. . 72,887 81,595 Dec.. 8,768 10.7 
Michigan Central...... 629,348 656,789 Inc., 72,559 13.0 
Missouri, Kan.& Texas. 212,928 187,091 Inc.. 25,837 13.8 
Ohio & Mississippi..... $13,070 267,971 Inc.. 55,099 214 
Pacific, of Missouri .... AT 222,331 Inc.. 42,5 19,1 
St. Louis, Alt. & T. H., 

Belleville Line....... 38,920 39,039 Dec.. 119 «(03 
St. Louis, Iron Moun- 

tain & Southern ..... 264,900 275,147 Dec.. 10,2447 34 
St. Louis, Kansas City 

& Northern.......... 237,355 188,083 Inc.. 49,272 26.2 
Tol., Peoria & Warsaw. 125,209 70,592 Inc.. 64,617 714 

First week in June : 

Atchison, Topeka &S.F. $44,644 $21,672 Inc.. $22,972 105.9 
Michigan Central....... 185,482 114,907 Inc.. 20,485 17.8 
Ohio & Mississippi...... 75,790 525 Inc.. 11,266 190 


Central Pacific earnings are compared with 1874 as follows: 
Increase. P.c 


1876. 1874. Ce 
BY ceccccccncccccsces $1,700,000 $1,311,698 $388,302 29.6 
Five months......... + 6,262,000 4,957,348 1,304,662 26.3 


Employing [dle Steam Oolliers. 
The Philadelphia & Reading Coal and Iron Company took con- 
tracts for 5,000 tons of rails of the 12,000 recently bargained for 
by the Texas & Pacific, to be made by itself and by 
other iron works on the line of the road, It is to be ver 
at Houston, Tex., and for that the railroad companies’ 
steam colliers will be employel, the coal traffic being too light 
to keep them busy. 


Lake and Oanal Rates. 

For two weeks the quoted rate for wheat from Chicago to 
Buftalo was 24% cents, with most contracts on “ private terms,” 
until Tuesday, the 13th, when, according to telegrams, 3 cents 
was received for wheat and * for corn, the corn rate before 
having been 24% cents. Canal rates on wheat from Buffalo to 
New York were given as 6% cents * bushel since our last 
issue until this same ‘Tuesday, when they fell to 6 and 6% cents. 
What the lake vessels Frere therefore, the canal boats lost. 
Coal from Buffalo to Chicago is taken for 40 cents a ton, or 
thereabout. 


Grain Movement. 


For the week ending May 27 receipts and shipments of grain 
of all kinds, in bushels, were: 


1876. 1875, Increase. P.c 

Lake ports’ receipts ........3,286,724 2,766,782 520,942 100 
o “  ghipments......3,567,864 2,782,468 785,396 284 
Atlantic ports’ receipts..... 5,316,566 2,661,075 2,655,491 99.8 


Compared with previous weeks, lake ports’ receipts show a 





large increase, for the first time since the opening of naviga- 
tion being nearly as great as the shipments, The shipments 


tion. 
‘At the close of this week the shipments of Northwestern 
—3*8* ets for the calendar year at last exceeded the hitherto un- 
pr 





ented movement of 1874, when a great foreign 
an enormous *—* here, oa the prev desire to realize 
money so soon after the panic combined to stimulate the move- 


ment. 

ending May Wf Oper cent. went by rail In 1876, against 26% 
a) cent. wen 

per cent. in 1875 and 26 per cent, in 1874. * * 


Chicago receipts and shipments for the week ending June 8 
were: 


1876, 1875. Increase. P.o. 
Receipts. .... csc. eeeeeeee ++ 3,061,714 1,171,214 1,890,500 161.5 
Shipments ........+++0+++++2,542,850 1,748,647 794,208 «45.4 
Hence the receipts have at last not only ed the shipments, 


but greatly sed them, though the shipments were ter 
than for any previous week of the season, The pts are 
greater than for any two previous weeks. 

For the week ending June 3 the — and shipments of 
grain of all kinds are reported as follows, in bushels: 


1876. 1875. 
Lake ports’ receipts ........5,936,853 2,641,087 
* alpmnents......a io a 2,769,006 1,440,178 61.9 
Atlantic ports’ receipts .....5,664,863 3,535,413 2,120,440 60.2 


Of the shipments during the week, 4344 cent. was by rail 
in 1876, —— 89 per cent, in ste and 26 per cent, in 1874. 
The proportion is smaller than for previous weeks this year, 
but the quantity not much less, There has been a vei ge 
increase in water shipments and a little decrease in ship- 
ments. 

For the five months from Jan. 1 to June 8 —** and ship- 
ments have been, flour in barrels and grain in bushels: 


Increase. P.c. 
3,295,706 125.2 





Flour: 1876. 1876. Inc. or Dec. P.c. 
Lake ports’ receipts..... 2,155,160 1,903,870 Inc.. 251,790 13.2 
“ ‘ shipments... 2,317,311 2,007,986 Inc.. 300,376 16.4 
— ports’ receipts.. 3,707,765 3,685,914 Ino.. 21,851 0.6 
heat : 
Lake ports’ receipts..... 16,056,088 18,268,528 Dee.. 2,202,440 12.1 
sag “  ghipments ..16,936,326 11,799,652 Inc .. 4,138,67 96.1 
Atlantic ports’ ipte..14,764,734 11,321,883 Inc.. 3,442,851 94.1 
Corn: 
Lake ports’ receipts..... 27,296,951 19,211,831 Inc.. 8,085,120 42.1 
« “ shipments ..23,329,003 12,461,207 Inc ..10,867,796 87.2 
Atlantic ports’ receipts. 32,882,239 22,808,642 Inc.. 9,983,507 43.6 


Grain of All Kinds: 
Lake ports’ receipts..... 65,628,548 47,210,000 Inc.. 8,818,648 17.6 
⸗ “ shipments ..47,437,052 30,607,467 Inc ..16,829,585 65.0 
Atlantic ports’ receipts. .68,020,017 41,374,920 inc ..16,645,007 40.2 
Further comparison of this year’s movement with that of 
1874 and 1878 is as follows, the totals of grain of all kinds being 
ven: 
et 1876. 1875. 1874, 1873. 
Lake ports’ receipts...... 65,528,548 47,210,000 67,715,433 49,316,257 
— ahipineuta...a..as7T.os2 90,607,467 45,583, 83,615,593 
Atlantic ports’ receipts ..68,020,017 41,374,920 60,208,341 91,635,735 
Thus in ptt mye except the receipts at Northwestern mar- 
kets (St. Louis and Peoria are included, for convenience’s sake. 
with ‘lake ports”) the movement has been larger than in 1874 
even, when it was — The Northwestern —** 
are 18 per cent. less this year than in 1874, their shipments 44% 
per cent. more, and the Atlantic receipts isy per cent. more. 


Chicago receipts and shipments of grain of all kinds for the 
week ending June 10 were, in bushels: 


1876. 1875. Increase. P.c, 
Rooeipta................ 8,6034, 701 902,409 2,782,382 802.8 
Shipments ............. 8,170,672 1,865,270 1,805,402 70.0 


For five weeks the receipts and shipments at this market 
have been: 


Week ending— Shipments. 
May 13 261,214 
May 20 1,887 
May 27 1,781,641 
June 3 2,642,850 
June 10 3,170,672 

Total 11,613,736 





Ooal Movement. 


Coal tonnages are reported as follows for the five months 
ending June 3: 


ee 











Anthracite : 1876. 1875. Inc. or Dec, P.c 
Delaware & Hud. Canal Co. 816,772 1,310,195 Dec.. 493,428 387, 
Del., Lack. & Western..... 620,476 1,211,010 Dec.. 600,534 657 
Pennsylvania Coal Co,.... 878,776 606,684 Dec.. 126,900 25, 
Lehigh Div.,Central of N.J. 989,744 187,986 Inc.. 761,768 399. 

Valdeg ccccgecccese 1,226,584 521,639 Inc., 704,805 135. 
Pennsylvania & New York. 10,847 41,253 Dec.. 80,406 173 
phia & —~ wy = . 1,607,204 604,758 Inc ..1,102,636 218, 
Northern Central, ™m 
Shamokin Division and 
Summit Branch......... 207,008 418,424 Dec.. 120,431 28.8 
Danville, Hazleton &W.B. 14,063 23,452 Deo.. 9,389 40.0 
State Line & Sullivan..... 25,106 56419 Inc.. 19,686 364.56 
Penneylvania Canal....... 93,496 1,806 Inc... 91,601 .... 
Total anthracite ........ 5,981,009 4,731,626 Inc ..1,100,474 25.4 

Semt- Bituminous : 

Huntingdon & Broad Top. 121,647 175,957 Dec.. 64,811 30.9 

t B SPs ccc cvceees 28, 17,730 Inc.. 11,232 63.6 
Bellefonte & Snow Shoe... 22,482 ceecee ceeve — 
Tyrone & Clearficld....... 494,737 930,870 Inc.. 163,867 49.6 
Cumberland, all lines..... 614,852 834,592 + 219,740 26.38 

Total semi-bituminous.. 1,282,680 ...... .:. . — 

Bituminous : 

Barclay BR. R.....-++-+00+ 138,849 §«110,497 Inc 28 26.7 
Allegheny Region, Pa. R.R. 82,580 97,243 Dec 14,7138 «16,1 
—— sed 121,954 
Penn and Westmoreland gas 

OOEE .0000c cccvccccscce v0 381,747 Ine 128,311 83.9 
Weat lvania R.R... 64,410 
Southwest Pa, R.R........ 22,892 

Total bituminous....... 731,437 689,487 Inc 141,950 24.1 


Coke : 
Pittaburgh Region, Pa.R.R 78,704 
West — Ivania R.R... 18,470 
Southwest Penna. R.R.... 187,628 
Penn an@ Westmoreland.. 16,957 


The anthracite trade still continues to show the sharp con- 
trasts arising from the long strike of last year and the partial 








seen eeneeeeeee * 


suspension of this. The companies which are | now all 
male large increases last year over 1874. In semi-bituminous 
the 1 point to be noted is the great falling off in Cum- 


berland and the correspondi ain in Clearfie In bitumi- 
nous the reports are generally favorable and the trade shows 
a large increase. We have not last year’s coke shipment, but 
it is stated that this year’s production shows a considerable 
gain. 


West-bound Freight Rates. 
Monday, June 12, west-bound rates from New York, which 
there has been a pretence of maintaining for some time past 
while really they were very irregular, were formally reduced, 
the rate being made 25 cents a hundred from New York to 
Chicago, Cincinnati, Columbus, Indianapolis and Fort Wayne 





for the three her classes, and 16 cents for fourth class and 
special; to Louisville 34 and 24 cents, to St. Louis 36 and 26. 
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Editorial Announcements. 





Passes.— All teal eons with this paper are forbidden 
to ask for any circumstances, and we will be 
thankful to have oc act — —* kind reported to this office. 





—— letters should be addressed and drafis 

to Tue Rattroap Gazette. Vommunications 

nee the —— of the Hditors should be addressed Eviror 
RAILROAD GAZETTE. 





Advertisements.— We wish tt distinctly understood thal we 
will entertain no proposition to publish anything in this jour- 
nal for fa » EXCEPT IN THE ADVERTISING COLUMNS. We give 
im our ed columns ouR OWN Opinions, and those only, 
and in our news columns present only such matter as we con- 


sider interesting and important to —* readers, Those who 
wish to recommend their inventions, machinery, supplies, 
finanotal schemes, etc., to our readers can do so ully mM our 


advertising — wpe hut it is useless lo ask us 10 recommend. 
them editorially, either for money orin consideration of adver- 
tising patronage. 


Contributions.— Subscribers and others will materially as- 


sist us in eg elm accurate and complete they will 
send us information of events which pty under 
their observ , such as changes in railroad officers, organi- 


zations and changes of companies, the letting, progress and 
completion poe ood Sor new works or im por al eaprose- 


ments of ones, 8 in the construction of roads 
and macht and wn od management, particulars as to 
the — — — as to its improve- 
ment, — to ALL DEPARTMENTS 


of —— **3. men —— acquainted with them 
are especially de: — . cu us by forwarding 
early copies of — meetings, election’, appointments, 
anil epectaly annual reports, * ——— of all of which will 








PASSENGER TRAFFIC. 


Passenger rates, as well as freight rates, suffer more this 
year than last by the railroad war, and the changes in 
them are more numerous. Last year the rates after the 
first “break” were $18 from New York to Chicago and $15 
from Chicago to New York. This year, substantially, the 
first reduction was from the regular $22 rate from New 
York to Chicago to $15; then June 10 this was reduced to 
$14, and on Monday the 12th to $13, the latter being, we 
believe, the lowest rate ever known. The east-bound 
rates have followed the west-bound very closely—within a 
day or two in every case we believe. There is this to be 
said of the low passenger rates, that, unlike the low 
freight rates, they largely increase the gross amount of 
traffic; and they will probably be especially efficacious 
this year, when everybody wishes to visit Philadelphia, 
and not everybody could afford to pay $33 for fares who 
can afford to pay $26, the reduction from the Centennial 
round-trip rates being about in that proportion for 
through limited tickets. The average rate per passenger 
per mile by the shortest route from New York to Chicago 
is now 1.43 cents. The average reported expense on the 
Pennsylvania last year was 1.669 cents; on the Erie, 1.951 
cents; on the New York Central & Hudson River, 1.277 
cents; on the Lake Shore, 1.737 cents; on the Michigan 

Jentral, 1.60 cents. The cost reported from the New 
York Central is probably too small, for the same reason 
that the reported average expense per ton of freight per 
mile on that route (0.759) is too large, namely, that.the 
expenses are assumed to be in the same proportion to both 
passenger and freight receipts, while probably a larger 
proportion of the receipt is required for expenses in the 
case of passengers and a smaller one in the case of freight. 
In the case of the Pennsylvania, for instance, the freight 
expenses are 58} per cent. of the receipts; the passenger 
expenses, 71 per cent. 

Through passenger traffic, however, is probably on the 
average more costly even than local. The cars may 
be better filled (though this is not always the case), but a 
very large proportion of the through passengers are car- 
ried in sleeping and parlor cars, having about half the 
actual capacity of ordinary first-class coaches and weigh- 
ing at least one-half more, The sleeping car with a pas- 
senger to every berth has about a ton of dead weight per 





passenger; the ordinary first-class coach with every seat 
occupied has less than one-third of a ton of dead weight 
per passenger. Moreover, the through train usually runs 
much faster than the local, with consequent greater dam- 
age to 10ad and rolling stock. In the case of local freight 
hauled short distances, the terminal expenses largely in- 
crease the average expense per mile; but these terminal 
expenses hardly count with the passenger traffic. 

The chief opportunity for reducing passenger ex- 
penses with increased travel is in getting larger average 
train loads. Several of the trains on our main lines now 
are as large, one might think, as could be taken with one 
engine; but we do not know that any extra passenger 
trains were put on last year to accommodate the great in- 
crease of through travel caused by the low rates then pre- 
vailing; and some trains were hauled then as long as re- 
spectable freight trains. 

In analyzing railroad reports recently we have fre- 
quently taken occasion to present the average train- 
load, both freight and passenger. ‘The smallness of 
the latter, when compared with the engine capacity, 
is astonishing. Very seldom is the average passen- 
ger-train load much more than 60, or a few more than 
a single car will seat. Evidently a very great economy 
would result from a policy which would secure something 
like a full train-load. A train carrying four or five hun- 
dred passengers from St. Louis to Philadelphia and back 
would not cost much more than one with an average load 
of one hundred. 


The chief examples that have come to our knowledge of 
successful efforts to secure full train-loads and the conse- 
quent small average expense have been the excursions 


on some Western railroads. Many of these have 
been private enterprises, individuals engaging a 
train at a definite sum, or at a fixed price per car 
in addition to a definite sum, to start from certain stations 
and return on a given day or days. The manager of the 
excursion then makes rates to suit himself, does his own 
advertising, and of course aims to attract the largest train- 
load possible. All must go by the same train and all re- 
turn by it; and the result is that usually every seat is oc- 
cupied both ways. More than a thousand passengers have 
been taken on such an excursion; and we can allow very 
high expenses per train mile and yet bring down the av- 
erage cost per passenger per mile by such a train to a very 
| trifling sum. 

‘To secure these large and full trains and the low cost 
per passenger it is necessary to restrict the accommoda- 
tions, or rather the privileges, of the passenger. He must 
go and return on the specified train, cannot ‘‘stop over,” 
and must limit his stay at the place of destination to the 
time fixed beforehand. But in return it is possible to give 
him a very cheap rate, such as cannot possibly be afforded 
otherwise. 


It seems to us that the Centennial affords an occasion 
for the organization of excursions of this kind in great 
number and on a very large scale. They need not be 
private enterprises, for nothing hinders their conduct by 
the railroad companies directly. Let it be announced 
that on some given day a month ahead an excursion 
train will take passengers from some half-dozen sta- 
tions on a Northwestern railroad at a very low rate, to 
arrive at Philadelphia on a given day and to start back 
one week later, the tickets being good on no other train, 
and it is reasonable to believe that a train-load of 500 
passengers could be secured, with not half-a-dozen empty 
aeats, and that the cost per passenger would not be one- 
fourth of the average cost. It is true that Northwestern 
people when they go to Philadelphia usually wish to visit 
other parts of the East, where most ot them have rela- 
tives ; but these people cannot get all they want without 
a great increase of the expenses; of the carrier, except so 
far as they can secure it within the dates fixed for the 
arrival and departure of the excursion train at Philadel- 
| phia, which may be a month as well as a week, if with 
such an interval a train-load of passengers can be se- 
cured. 


The objectiou will be raised to such a plan that it would 
lessen the defhand for ordinary Centennial and other 
tickets. This is true, but it is also true that it would 
probably enormously increase Centennial traffic, and what 
is more to the purpose, it would very greatly decrease ex- 
penses, and probably leave a reasonable margin of profit 
with a very low price. This is hardly the case with the 
Centennial tickets now issued. The passengers probably 
cost all or nearly all they pay, and there are absolutely no 
limitations which reduce expenses, It seems to us that 
our passenger men have hardly paid sufficient attention to 
this side of their business. We have in this country pro- 
vided many accommodations which hardly exist else- 
where. Cars have been made more and more costly, and 
a great deal of ingenuity has been expended in efforts to 
surpass all rivals in the attractions offered. The 
result has been an increase in passenger expenses, but, 
apparently, little increase in traffic. Our great railroads 
have no more passengers and no greater passenger earn- 
ings than they had ten years ago, and probably smaller 





which for a few years past have been very common } 


= — — 
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passenger profits. Instead of aiming to give greater ac. 
commodations for the full price to those who can afford to 
pay it, suppose an attempt be made to supply sufficient 
accommodations at a lower cost and lower price to thoge 
who cannot afford to pay the present moderate ordinary 
first-class rate. Passenger traffic is almost infinitely elag- 
tic. If the rate on wheat from St. Paul to New York were 
reduced to one cent a bushel, hardly a train load more 
would go to the sea-board this season; but if the passen- 
ger rate were reduced to a dollar, all Minnesota would 
make the journey. It is not ,possible to afford lower 
rates unless expenses are reduced, however. Very deter- 
mined efforts have been made to reduce the expenses attend- 
ing the traffic as it exists; but we think there is reason to 
believe that modifications of the ordinary traffic might be 
introduced which would increase receipts without a cor- 
responding increase in expenses. These modifications (in 
these times at least) cannot be in the directions of greater 
accommodations at a greater price, but must be such ag 
will permit reductions in prices through reductions in 
expenses. One of the most obvious means of reducing 
expenses on additions to traffic is the securing of large 
and full train loads. 

It is perhaps hardly the time to suggest excursions at 
reduced rates when the ordinary price of a ticket between 
Chicago and New York is thirteen dollars; for doubtless 
the excursions would be more successful when sucha 
ticket costs twenty-two dollars. But the excursion rates, 
at any rate, would have to be compared with the reduced 
Centennial rate, and the merit of the proposition, if it 
has any, is in the reduction of expenses aimed at. 


Earnings and Expenses in 1875. 











We publish this week a table giving the mileage, gross 
and net earnings, percentage of working expenses and 
gross and net earnings per mile of all the railroads whose 
reports for the calendar year 1875 we have received. The 
statements for the several roads have been published 
separately as the reports were made, and the chief value of 
the consolidated statement is to indicate the aggregate re- 
sult of the year’s railroad business. The whole number of 
companies reporting is 64, with an aggregate of 19,862 
miles of railroad, which is about 27} per cent. of the entire 
mileage worked during the year, and the largest ever re- 
ported together from a single fiscal year. Of course only 
those are included which make reports for the calendar 
year, and as most companies’ fiscal years do not corres- 
pond with the calendar year, it is impossible to embody 
the reports of all companies in this statement, which serves 
chiefly to illustrate the results of operations during the 
particular year in question. The tables of the next issue 
of Poor’s Manual, soon to appear, will cover nearly the 
whole mileage worked in the country, but the reports will 
be for various years, some ending more than a year ago, 
some but just closed. 


The table contains very few New England roads, those 
mostly reporting for the year ending with September, as 
do most of the New York roads. Of lines east of Ohio and 
north of the Potomac there are about 4,200 miles; of those 
further west, north of the Ohio and not further south than 
Missouri and Kansas, there are about 13,500 miles; of 
Southern roads the mileage is about 1,900 miles. 

The roads reporting had 491 miles, or about 2} per cent., 
more road in 1875 than in 1874. Their gross earnings 
were less by nearly nine millions of dollars, or about 5 
per cent.; their net earnings less by four and a half mil- 
lions, or nearly 7 per cent. Per mile of road there was a 
reduction of $675, or 7.3 per cent., in gross earnings, and 
of $317, or 9 per cent., in net earnings. Summarized, the 
aggregate results may be stated as follows: 


1875, 1874, Decrease. P.c. 
Total mileage.......... 19,862 SE eves 
Gross receipts......... $170,193,959  $179,070,038 $8,876,079 4.96 
Working expenses ..... 107,355,798 111,645,820 4,290,022 3.86 





Net earnings....... $62,838,161 $67,424,218 $4,586,057 6.80 
Per cent. of expenses... 63.08 OB.BE  cccccccoce ones 
Gross earnings per mile $8,569 $9,244 $675 7.30 
Expenses per mile..... 5,405 5,763 358 6.21 
Net earnings per mile. . 3,164 3,481 317 041 


Last year we published a similar table including 58 rail- 
roads with 17,684 miles of road, for the years 1874 and 
1873. The result then shown was remarkable, for while 
earnings had decreased nearly as much as they did the 
following year, the decrease in working expenses was 80 
much greater that there was absolutely an increase in net 
earnings, amounting to no less than 7} per cent. This 
year, on the other hand, we have a decrease of 9 per cent. 

At that time we ventured to say that further rapid pro- 
gress in reducing expenses was not to be expected, in 
these words: ‘‘ Though efforts at economy are probably 
quite as earnest and as general this year as last, that as 
much can be effected by them as was done last year is not 
to be expected. Wages and materials reached their mini- 
mum, very nearly at least, before the end of last year.” 
There has been since that time a further decrease in prices, 
but reductions of rates have been probably at least as 
great, and the hope of increased profits now depends on 
the prospect for increased traffic. Certain kinds of traffic 
are heavy now, though not the profitable kinds; the traffic 





of last winter was quite good; that after midsummer de- 
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pends to so great an extent on crops yet to be grown, not 
to say harvested, that it would be bold to venture a guess 
concerning it. The one thing certain is that there is now 


abundant room for improvement. 








Ocean and Rail Rates. 





Not the least noticeable phenomenon in connection with 
the great grain movement since the rail rate from Chicago 
to New York was reduced to 20 cents per hundred is the 
jnerease in ocean freight rates. Lake and canal rates have 
been brought down to a minimum, The difference 
between prices in the Northwest and at the sea-board has 
been correspondingly reduced. The American consumer 
has had some advantage in reduced prices of Western 
grain; the producer, as we showed a few weeks ago, getting 
about the same for his wheat as when the rate from Chicago 
to the East was 75 per cent. higher; but it seems that it is 
the carrier to Europe rather than the consumer there who 
profits by this reduction on the grain exported. At the 
time when the Chicago-New York rate was 18 or 21 cents a 
bushel on wheat, about the middle of April, it was carried 
from New York to Liverpool for about 9 cents, gold, 
or about 10 cents currency; since the Chicago-New 
York rate has been 12 cents a bushel, the New York- 
Liverpool rate has been 13} to 21 cents currency, and 
most of the time not less than 18 cents. At this 
time a shipment made from Chieago to Liverpool costs 
about 32 cents per bushel currency for transportation. 
Early in April it eost not more than 31 cents. Now, 12 
cents brings it ly railto the seaboard and the charge 
thence to Liverpool is 21 cents; then, the ocean vessel ac- 
cepted 9 or 10 cents, and the railroad took 21 cents. Thus, 
so far as exported grain is concerned, neither producer nor 
consumer seems to profit by the reduction in rail rates, 
The cost of transportation from the Northwest to Liver- 
pool has hardly been affected by it. What the railroads 
andthe lake and canal boats have lost the ocean vessels 


have gained. 


The following table gives the rate in cents per bushel 
by rail from Chicago to New York, the ocean rate from 
New York to Liverpool, and the price of .Jo. 2 Milwaukee 
spring wheat in New York at intervals of a week from 


March to date : 


9 
944,@10 
1334 





$1.36 April 20 to $1.44 to $1.45 May 18. 


‘The table shows that the ocean rate doubled within | per cent.; the Baltimore receipts fell off about 47% per cent. 
four weeks of the time that rail rates were reduced They | The course of these receipts is especially interesting because 
are now high ata time when a similar service in similar the cause of the railroad war, or a chief cause, was the belief 
vessels on the Great Lakes is lower than ever before. 
Ships receive 2} cents a bushel for carrying a bushel of 
wheat nearly a thousand miles from Chicago to Buffalo, 
while other ships receive seven or eight times as much for 
carrying the same grain only about three times as far. The | jg gaid, but the difference between an eighth of 40 or 45 and an 
ocean vessels sail the year round; the lake vessels are laid up | eighth of 20is quite appreciable to the grain exporter. New York 
Very little change is | railroad managers, however, assert that it was not the agreed 
necessary to make the lake sailing craft seawo:thy; and | difference of rates which gave Baltimore so much grain in the 
the additions to the crew required are not considerable, | Winter, but still greater discriminations made by the Baltimore 
Yet here we see the ships on salt water doing a thriving & Ohio company notwithstanding the agreement to maintain 
business while those on fresh hardly pay expenses. 


five months out of the twelve. 





The New York Elevated Railroad. 





The New York Elevated Railroad began running trains by a | may be, the course of traffic since that event indicates that the 
new schedule Monday last, having more trains and quicker existing differences in rates, amounting to 24% cents a hundred 
time than heretofore. ‘The old schedule, which went into force | °F 1% cents a buslrel on wheat from Chicago to Baltimore, and 
Jan. 18, provided for forty trains, whose running time was for | * drawback of as much more on grain exported, are not sufli- 
the most part 35 minutes from tne Battery up to Fifty-ninth cient to attract grain from the other ports. The Baltimore re- 
street (a little more than 4% miles), and back (down grade), 34 ceipts continue large, but no larger than when the rate to that 
minutes. By the new schedule there are 52 trains daily, the | Port was 35 or 40 conts per hundred, instead of 1774, as it now 
up trains making the trip in 27 to 30 minutes (mostly 30 | is 
Minutes in the forenoon and 28 im the afternoon), while 
the down trains make it in 27 to 30 minutes, nearly all the week ending May 27, but those for the weck ending March 
in the morning requiring but 27 minutes, and most of 18 were nearly as great. The largest receipts at Philadelphia 
the trains in the afternoon 29 minutes. The speed of the | We those for the last weck reported—that ending June 2, 
fastest trains is thus about 10% miles an hour, including stops, when they were a third greater than for any week in March or 
of which there are no less than twelve in the 4% miles. This April. New York’s receipts for the same week were about an 
is not fast running, perhaps ; but it is fast under the circum- great as for any four weeks in March or April, four times as 
stances—very light engines, a single track, numerous trains | Kteat as any week's receipts in Baltimore and nearly three 
nd some very sharp curves. The average speed on the Lon- times the greatest week's receipts in Philadelphia. 

_ don underground roads, with stops no more numerous, every- 
Where a double track, and locomotives weighing 50 tons against | the following halts below Thirt) fourth street: 
— engines of the New York road, is but 15 miles per 


The addition to the namber of trains by the new schedule is 
made without any addition to rolling stock. The trains simply | Houston . 
run faster, and so are able to run more frequently. The com- 
Penyhas for some time had two new engines considerably 
heavier than its old ones; but it does not use them as yet. 
With them, doubtless, better time could be made. The speed. 

‘ever, in quite satisfactory with the road of its present 
If it was extended four or five miles northward on the | 2 minutes 2134 seconds. 





rate. 
10 cents. 


“ 


Price 
of wheat, 


—— 
BESESES 


1,2034 
if we add the ocean rate to the New York price, we have 


$1.38 as the cost of a bushel of No. 2 Milwaukee spring | June 3,094,725 bushels. In New York for the same periods the 
wheat in Liverpool April 6 against $1.40 to $1.41} June 8, 


and the greatest fluctuations have been from $1.35} to | delphia they were 2,399,775 and 4,318,600. The New York re- 


west side of Central Park, it would doubtless be desirable to 
make better time ; but New York men who have been in the 
habit of being shaken sn an omnibus or packed in a street car for 
an hour frum Wall street to the vicinity of the Park feel very 
well satisfied just now to be able to ride comfortably in twenty- 
five minutes. 

It had been the intention of the company on the completion 
of the several sections of the second track which they had well 
advanced a few weeks ago to nearly double the number of 
trains ; but the completion of these has been delayed by in- 
junctions, and the present schedule is apparently an attempt 
to do the best possible with the structure as itis. Trains now 
run eyery 15 minutes from 7 o'clock m -the morning until 6:38 


The increase in speed seems due largely to quicker stops at 


road (Steger’s), and to shorter halts at stations. With the old 
schedule the stops were often less than half a minute ; now 
passengers are adju:ed to “ step lively,” and the length of the 
stop must be counted in seconds where there are few passen- 
gers to get on or off. Here the di-advantages of our 
American cars, with entrances only av the ends, become mani- 
fest. Could the departing passengers get out at one side, as from 
open street cars, and those arriving enter at the other, a whole 
train could be loaded and discharged in a very few seconds. 
The surprising thing now, however, is that so very little time 
1s absorbed by halts—probably not five minutes, perhsps not 
three, on the average in the entire trip with twelve stops to 
make, except when a train is waited for at the sidings where up 
and down trains meet.* 

The working of this road so far has certainly been very suc- 
cessful, in the quality of the work done. The trains are almost 
always on time, and so far there have been very few accidents 
or complications causing delays, and none resulting in anything 
more serious. Without more frequent trains, it is hardly possi- 
ble to say whether the road will attract traffic enough to make 
it fairly profitable in its situation, a little to the west of the 
bulk of the city population; but the managers evidently have 
faith in it, and the second tracks they have begun, and whose 
completion is for the present prevented by injunctions, would 
make it possible to test this question pretty well. So far as 
the city at large is concerned, it is unquestionably a misfor- 
tune that the work of the construction was interrupted. The 
city needs to have the capacity and the defects of the existing 
road thoroughly demonstrated by experience, and the road has 
been so far successful in what we may properly call its incom- 
plete state as to justify the hope that it will, if given a chance, 
prove at least a partial solution of the rapid transit problem. 


Grain Receipts at Atlantic Ports. 


An examination of the grain receipts at the different Atlantic 
ports shows that the New York and Philadelphia, and New 
York especially, have had the benefit ot most of the increase 
since rates were reduced and navigation opened. Baltimore 
received just about as much’ in the first week in March as in 
the last week of May. For the five weeks ending April 1, the 
receipts there were 3,246,324 bushels; for the five weeks ending 








receipts were 3,497,970 and 10,619,198, respectively; in Phila- 


ceipts increased 227 per cent., the Philadelphia receipts, 80 


of New York Railroad managers that Baltimore was diverting 
the New York traffic. During the winter the difference in rates 
in favor of Baltimore was 54, and 5 cents per hundred—one- 
eighth—besides the drawback of 24% cents on export grain. 
The same proportion of difference in rate is maintained now, it 


rates, and some believe this who did not when the railroad war 
broke out, they maintaining then that the Baltimore & Ohio 
had given no sufficient occasion for the dissolution of the com- 
bination by the action of the New York Central. However this 


The largest receipts at Baltimore since February were for 





*A train, taken at random, timed lant Wednesday morning, made 


Station. Length of pelt. 


Thirtieth atreot...................... bcccceseseocs 10 secon 
Twonty-Brat “ ................................. 13 * 
— 9 * 
—— ——— 





Franklin od 

Warren sad “ 

Liberty © cavceed veeceessevebnsedoebesoeceios “a.” 
Total of mine halt. .......sseseccsceceecceceees 106 seconds. 


The cars were nearly full bef. re ape sonny Ly wy street. 
At this rate, the time required for stops in the entire trip would be 





at night—which is pretty severe work for a single-track road. Fortiand 


stations, by the free use of the vacuum brake used on this | Balttm 


The receipts of both Baltimore and Philadelphia continue to 
be chiefly corn. During the last five weeks 85 per cent. of 
Baltimore’s and 71 per cent. of Philadelphia’s were of this 
grain, either of them getting nearly as much as New York. 
During the winter, however, and even in March, Baltimore 
received much more corn than New York. 

The other ports do not make much of a figure in grain this 
season. 

For the six weeks since April 22 the receipts of grain of all 
kinds at each of the Atlantic ports have been: 








Per cent. 
Bushels. of total. 
11,768,112 474 
«» 1,725,979 7.0 
’ 11 
1,674,009 6.7 
081, 1 20.6 
BO. co cccceccccccccccessoce: coscccce 582,’ 14.4 
——»—» 2.0 
— 24,797,677 100.0 


Montreal, however, did not become accessible until late in 
the season. For the last week of the six its proportion of the 
total receipts was as much as 8 per cent., the total receipts 
being extraordinarily large. During that week, of the other 
92 per cent., no less than 54 per cent. went to New York, 18% 
per cent, to Philadelphia, and 12% per cent. to Baltimore, 


Record of New Railroad Construction. 











This number of the Railroad Gazette has information of the 
laying of track on new railroads as follows: 

St. Louis, Kansas City 4 Northern.—Track is laid on a new 
line from Ferguson, Mo., to the Union Depot in St. Louis, 1144 
miles. 

Wyandotte, Kansas Oity & Northwestern.—Extended from 
Wellington, Mo., east 5 miles. It is of 3-feet gauge. 

Texas & New Orleans.—Track extended west 24 miles to a 
point 34 miles from Beaumont, Tex. 

San Francisco & North Pacific.—The Guerneville Branch has 
been completed by laying 104% miles of track to Guerneville, 
Cal. 

Southern Pacific.—The Tulare Division is extended south- 
ward 9 miles to Keene, Cal., at the summit of the Tehachepi 
Pass. The Los Angees Division is extended southward 16 
miles to a point 150 miles east by south from Los Angeles. 

This is a total of 76 miles of new railroad, making 628 miles 
completed in the United States in 1876, against 206 miles re- 
ported for the same period in 1875, 587 in 1874, and 1,181 in 
1873. 








New York Perroteum Exports seem to be losing their com- 
parative importance. Reports for the first five months of the 
year show that of the exports by the Atlantic, 64 per cent. was 
shipped from New York in 1873, 63 per cent. in 1874, 65 per 
cent. in 1875, but only 52% per cent, in 1876. Baltimore seems 
to have made the diversion, its petroleum traffic having been 
created almost since 1874, when for the five months in question 
they were but 2 1-6 per cent. of the whole, rising to 194% per 
cent, in 1875 and to 18% per cent. this year. Last year Bal- 
timore’s gains were chiefly at the expense of Philadelphia. 
This year Philadelphia has almost recovered its position while 
Baltimore was gaining at the same time, both at the expense 
of New York. The beginning of shipments in large quantities 
by way of Richmond is chronicled, and it is not impossible 
that the new route may introduce competition fora traftic 
which has heretofore usually yielded fairly remunerative rates 
when nearly all other through traffic was unpiofitable. It isa 
material which can well afford to pay such rates, and so long 
as no discrimination is made, reductions are not likely to be 
called for either by cc ers or prod 8. 














Cuicaco has nothing to complain of now in the way of diver- 
sion of business by the low rates. Last week it received more 
than 3,600,000 bushels of grain of all kinds—more than its re- 
ceipts for the six weeks before rates were reduced, Its propor- 
tion of the total receipts is also larger than before. During 
the six weeks in March and April just mentioned the Chicago 
receipts were 23 to 32 per cent. of the total receipts at lake 
ports, St. Louis and Peoria, But for tne five weeks last re- 
ported its receipts have been 42 to 514% per cent. of the total, 
and the proportion as well as the amount increases. Until re- 
cently its shipments were larger than its receipts, and at one 
time much larger, and stocks seemed likely to become ex- 
hausted. But for the last two weeks reported the receipts are 
nearly a million bushels in excess of the shipments. 


Tue Cuicaco & Nonrawestern Kariway claims the prize 
for fast time in the Jarrett & Palmer special run from New 
York to San Francisco, The 492 miles between Chicago and 
Omaha were made in three minutes less than 11 hours, or at 
the average rate of 45 miles an hour, nearly. From Chicago 
to the Mississippi River, 138 miles, the average speed was 
55.24 miles per hour. Between stations, one rup of 63.3 miles 
was made at the rate of 62 miles an hour, and one of 74% miks 
at 64 miles. 





West-sounp Freicutr Rares at last share the fate of other 
through rates, passenger and freight, on through business 
between the East and West. Monday the rate on the three 
higher classes was made 25 cents per hundred from New York 
to Chicago, Cincinnati, Columbus and Indianapolis, and 16 cents 
on fourth class and special. The latter is at the rate of 0.34 
cent. per ton per mile by the shortest route. As rates have not 
been maintained for some time, the reduction is not so great 
as it appears. 

Tur Wear or alls ON GRADES AND CURVES is the subject of 
an inquiry by a correspondent, whose investigutions, we may 
add, will probably result in a published paper, so that whatever 
contributions of information may be made to him will be use- 
ful to the public. Any such contributions, whether intended 
for publication or not, and however slight, may be sent to this 











office for our correspondent. 




















































































































































































268 


THE RAILROAD GAZETTE. 











THE UNITED STATES INTERNATIONAL EXHIBITION. 


Iv. 
CAR WHEELS—CONTINUED. 

In noting last week a tendency to indulge in chromo-engi- 
neering on the part of some of the manufacturers of car wheels, 
it was not intended to suggest even an inference that such in- 
dulgence in the luxury of color detracted from the quality of 
the objects exhibited. It was referred to simply as a question 
of taste, and it was considered quite legitimate to laugh at 
some of the exbibitors on this ground alone. 

In doing this, as often happens when people laugh instead of 
speaking seriously, justice was not done to some, especially in 
the case of the Cayuta Wheel and Foundry Company, whose 
display of wheels was first described. This company has in its 
space a number of very excellent specimens of wheels, which 

were sent to the Centennial just as they came from the foun- 
dry. It is, of course, very difficult to form an opinion which is 
worth anything of their quality by simply looking at them; and 
notwithstanding the fact that this company has been making 
wheels for several years, it is still in somewhat the same con- 
dition as the Western town, which was so healthy that the in- 
habitants were obliged to borrow a corpse to start a grave- 
yard ; so the Cayuta wheels have not yet had time to show how 
long they will run. For this reason the company is unable to 
give reports of the mileage of wheels manufactured at its 
works, 
THE BARNUM RICHARDSON COMPANY, 

This company, of Salisbury, Conn., exhibit a. beautiful case, 
or perhaps better, a case of beautiful ores (both expressions 
are correct, if applied to what they have sent), from which the 
iron is made that is used in the manufacture of wheels. There 
are also specimens of pig-iron, chill-tests, broken pieces of the 
tread of wheels, and also of charcoal used in the manufacture 
of iron. Some of the latter is worthy of note. Branches of 
trees three or four inches in diameter and as many feet long 
are shown completely charred, but the form is still so perfectly 
preserved that the moss on the bark can still be seen. Another 
piece of a section, several feet long, of the trunk of a tree 18 
inches in diameter is completely charred and still preserves its 
form. A notice in the case containing the ores, etc., refers 
persons interested in the process of manufacture to an album 
of drawings and photographs of the works, form of furnaces 
used, etc. This album can be seen in the rooms of the Amer- 
can Society of Civil Engineers in the Main Building. It is very 
large and elaborately. prepared, but the drawings show evi- 
dences of having been made by a person somewhat inexpe- 
rienced in that kind of work, and they hardly do justice to the 
subject, a full description and illugtration of which would have 
had so much value at the present time. 

The wheels exhibited are most of them of the Washburn 
pattern, the largest being 86 inches in diameter. There is a 
pair of spoke wheels for an engine truck with their treads 
turned. These wheels are on an axle which is turned its 
whole length. There are also several small wheels for narrow- 
gauge reeds. It is to be regretted that so excellent a display 
should bu marred by touches of chromo-engineering. There 
are a number of wheels in the condition in which they came 
from the foundry, but there is one virulent example, painted 
red, white and blue, and others brilliant in paint and gilding. 
The exhibit would have been much better without these. 

DAVENPORT, FAIRBAIN & CO., 
of Erie, Pa., have a very modestexhibit consisting of pig iron, 
chill-tests, pieces of broken wheels, turning chips and wheels. 
The chips are exhibited to show the toughness of the metal. 
The wheels exhibited are: One 24 in. narrow-gauge wheel, 26, 
28, 30 and 38 in. double-plate or Washburn pattern wheels. 
These are all painted lead color, and are entirely free from any 
touches of chromo-engineering. The capacity of the works is 
said to be 350 wheels per day. Asit has been necessary to 
mention before, it is impossible from a casual inspection of 
wheels to know about their quality. All that can be said of 
them is, that they appear to be good. 
THE TAYLOR IRON WORKS, 
of High Bridge, N. J., also make a very unpretentious show 
of their products. They have two 30 in. wheels pressed on an 
axle of the Master Oar-Builders’ standard pattern, and two 
83 in. wheels, both kinds being of the Washburn pattern; a 
26 in. spoke wheel, a pair of narrow-gauge wheels, and a wheel 
broken in two, which, it is said, “‘after having twelve holes 
drilled across the face, required 674% tons pressure on a ta- 
pered axle to crack the hub, and 176 blows of a heavy sledge to 
crack the plate and tread.” Specimens of axles, one bent double 
cold, and of car draw-hooks are also exhibited. 
SAX, KEAR & CO., 
of Pittston, Luzern Co., Pa., exhibit specimens of their wheels, 
which consist of a steel tire welded to a cast-iron centre. This 
is done by first heating the tire to a very high heat in a suit- 
able furnace, and then placing it in a suitable mould or flask 
and pouring the melted iron into the mould, and thus welding 
the iron and the tire together. The tires are made of Standard 
crucible steel. They have in their space 30 and 93 in. single- 
plate and 28 and 30 in. spoke wheels, also some specimens 
showing the perfect weld between the two metals, and turn- 
ings showing the quality of the metal in the wheels on exhi- 
bition. The specimens showing the weld consist of sections cf 
the wheels polished and some of them with a rough fracture. 
The quantity of red and blue paint used on them lays them 
open to the charge of chromo-engineering. 
THE WASHBURN CAR-WHEEL oo., 

of Hartford, Conn., also manufactures cast-iron steel-tired 
wheels, under the patents of Messrs. Sax & Kear. This compa- 
ny exhibits specimens of 33-in, Washburn pattern and 28, 30 
and 33-in. spoke wheels, with steel tires. One pair of 38-in. 
wheels is shown with an inscription saying that they ran on 

the express train between New York and Boston, and made the 

extraordinary mileage of 460,000 miles and are still good for 

75,000 miles more, They have been reduced by turning about 

% in. in diameter, and have worn ont two axles and are now 
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Per cent. of Gross earn.| Net Earn, 
Mileage Gross Earnings. nses Net Earnings. per mile. | per mile, 
Name ov Roan. — — — 
1875. | 1874. 1875. 1874. 1875. | 1874. 1875. 1874, | 1875. | 1874. | 1875, 18%, 
$ ty $ $ Te J 
Allegheny Vsney............. seine — 250] 219] 2,309,696] 2,980,472) 58.97] 61.55] 964,649] 918,687! 9,265/10,911| 3,802) 4.195 
Atchison & Nebraska ........cccccescscsecseees 149} 149 270,955 353,205) 99.88) 76.53 272 82,880 1,823) 2,376 2) 657 
Atchison, Topeka & Santa Fe..........+.++ «+e+| 647| 607) 1,520,358) 1,250,806) 51.07) 49.95 743,927). 626,064) 2,779) 2,457) 1,360) 1,230 
Atlantic & Great Western...... oe -| 606) 605) 4,337,403) 6,014,352) 75.86) 76.42) 1,047,109) 1,232,546 7,169) 8,288) 1,731) 2,087 
Atlantic & Gulf........ 346) 346 965,870| 1,082,256) 66.15| 71.23) 326, 297,028) 2,791) 2,984) 945) 
Belvidere Delaware... .. 80 80 893,370; 1,216,648) 71.21) 63.64) 257,223) 442,000 11,167| 15,196 8,215! 5 55 
Bridgeton & Port Norris. 21 21 37,913 24,889; 86.15) 89.48 J 2,619 1,805) 1,244) 25)| 195 
Buffalo, Corry & Pittsburgh.. 43 43 154,801 155,887/111.76| 88.70; *18,198 17,610 3,600) 8,625; *423) 410 
Burlington, Cedar Rapids & Minnesota.........| 407) 407) 1,311,377) 1,246,912) 64.53) 66.16 ,090| 421,989) 3,221) 3,064) 1,143) 1,037 
Baltimore & Potomac,.......++++se00+ badens pee 92 92 678,092 615,415) 81.11) 78.79} 128,079) 130,507| 7,371| 6,689) 1,392) 1, 
¥p 67 67 548, 4 529,887) 62.11) 54.38) 207,642) 241,747) 8,186 7,909) 3,099) 3, 
Central, of Nouvderaoy....................... 909} 293) 7,411,687) 8,589,631) 55.71) 48,20) 3,282,910) 4,449,080/23,986 29,316 10,624| 15,184 
— —E 23 23 2, 71,156) 51.80) 73.79 34,728) 18,651 3,160) 3,121) 1,523) 
— 650| 650) 4,656,764) 5,126, 92| 64.41) 2,052,639| 2,236,877| 7,175| 7,899| 3,158) 3,441 
Chicago, Burlington & Quincy. . .........+++- 1,268) 1,264| 11,791,861) 11,645,318] 54.53) 65.93) 5,361,238) 5,131,806 9,299) 9,213] 4,228) 4,060 
Ch 0, Milwaukee & St. Paul.........++++++++| 1,400) 1,399) 8,256,744) 8,953,017) 62.63) 65.58) 3,085,390) 3,081,901) 5,897| 6,400 2,204! 2,208 
Cleveland,Columbus, Cincinnati & Indianapolis| '471) 471) 3,774 217| 4,248,606] 76.68| 78.76| 884,024] 902,675| 8,005| 9.011] 1,875| 1,914 
Cleveland, Mt. Vernon & Delaware ............ 157| 167 426,027 445,800) 77.31| 69.50 96,667; 135,954) 2,715) 2,841 615| 866 
Cincinnati & Muskingum Valley ....... 148} 148 227 429,829) 90.90/100.84 35,745 *3,600| 2,670; 2,806) 241) #94 
Columbus, Chicago & Indians Central. -| 681) 581) 3,619,654) 3,863,833) 83.25| 75.83) 606, 933,991) 6,235) 6,586) 1,045| 1,699 
Columbus & Hocking Valley............ ° 89| 89 877,591 717,490) 59.28) 560.20) 358,376) 357,077) 9,861) 8,062) 4,027) 4,019 
Detroit, Lansing & Lake Michigan coe 184; 184 739,704 807,697; 71.49) 60.84) 210,897) 316,29 | 3,014) 4,274) 1,146) 1,719 
Detroit & Milwaukee.........cscesesevcceseees 189} 189) — 902,647| 1,161,207) 96,21) 82.04 34,185) 206,734) 4,776) 6,091; 181) 1,094 
Wiint & Pere —— 281; 241) 1,055,054; 1,063,986) 66.01) 62.88; 958,598) 394,991| 3,754) 4,566 1,276| 1,639 
Freehold & Jamesburg..........sscsecseseeees 28 28 61,573 66,397) 95.87) 99.85 2,540 2,199) 2,372 91 4 
Greenville & Columbia........sscseecesseseess 164; 164 536,192 591,934) 55.00) 64.31) 241,286) 270,445) 3,269) 3,609) 1,471| 1,649 
Huntingdon & Broad Top.......ssseeseceessees 59 59 322,830 284,721) 57.43) 70.39) 137,430) 84. 5,495) 4,846) 2,339) 1, 
DPS Sous bh os res¢occéicvccdedssisnes 1,108| 1,108) 7,841,782) 7,947,855) 60.87) 50.70) 3,852,835) 3,917,705) 7,079) 7,175| 3,478) 3,636 
International & Great Northern........... seeee| 469) 428) 1,408,303) 1,572,388) 56.26) 52.46 7,469) 3,067) 3,674) 1,341) 1,746 
che AiG uetess pb ceceoeeceec sees 49 49 146,214 161,569) 49.38) 48.73 74,016 82,843) 2,984) 3,297) 1,511) 1,601 
Lake Shore & Michigan Southern.............. 1,175| 1,176| 14,434,199) 17,146,131) 72.96) 65,04) 3,902,698] 5,993,769) 12,284/14,592) 3,321) 5,101 
Louisville, Cincinnati & Lexington 231| 231) 1,183,952; 1,121,296) 72.37/ 80.23) 313,357 908) 4,909) 4,854) 1,357) 956 
Little Miami....... 196 196| 1,242,787) 1,338,612) 80.40) 74.04) 243,872) 266,426) 6,344) 6,805) 1,244) 1,354 
Maine Central....... 355| 355) 1,786,076) 2,094,081) 64.22) 61.20) 639,010) 812,399) 56,031| 5,899) 1,800) 2,288 
Marietta & Cincinnati $14; 288) 1,662,015) 2,004,511) 77.66) 75.36) 371,425) 623,151) 5,203) 7,273) 1,183) 1,816 
Morris & Essex 137 137| 4,340,351) 3,946,162) 68.37) 69.47| 1,372,894| 1,204,888/31,681/28,804/10,021| 8,795 
Missouri River, Ft. Scott & Gulf,.............- 161; 161 677,843 3,400) 70.58) 69.05 385 921) 4,210] 4,361 1,213) 1,763 
SEED EPC ec PbS dksb+s chee deesiececsve 627| 527) 1,914,347) 2,891,019) 81.12) 70.39) 361,453) 707,865) 3,633) 4,537) 686) 1,343 
Now Jersey Southern........sescesceseces cove 176| 176) 515,810) 613,655) 78.81| 74.72) 109,276) 129,844) 2,931) 2,919) 621) 1738 
3260 $20) 4,926,248) 4,676,500) 68.25) 72.26 1,564,124) 1,292,947/15,111/14,569| 4,798) 4,028 
Northern, of New Jersey........seeeserecssees 26 26 278,992 295,054| 87.53) 85.94 34,777 41,491/10,730|11,348| 1,338] 1,596 
Oil Creek & Allegheny River.........+++ssee008 115} 115 809,796 846,852) 70.50) 66.38) 238,920) 284,732) 7,042) 7,364) 2,078) 2,476 
— 10 10 38,442 41,958) 44.35) 47.04 21,393 22,222| 3,844) 4,196) 2,139) 2,299 
Pennsylvania, Main Line...........ssseeeceees 854) 358| 18,363,944) 20,299,331) 55.86) 64.26) 8,105,206) 9,285,854) 51,296/56,702|22,640\25,988 
Pennsylvania, Branches..........+.+- 647; 619) 2,129,308) 2,343,040) 75.05) 72.04) 631,364) 6 3,893) 4,515; 971) 1,269 
Philadelphia & Erie,........s.sse00% eee 288) 288) 3,365,897) 3,506,919) 66.21) 69.30) 1,137,414) 1,068,786/11,687/12,177)| 3,949) 3,711 
Pittsburgh, Cincinnati & St. Louis 201; 201) 3,175,970) 3,573,316) 76.80) 72.10) 733,962 , 782) 15,833) 17,812) 3,659) 4,969 
Pittsburgh, Ft. Wayne & Chicago.. 468} 468) 17,863,664) 8,599,472) 58.62) 58.79| 3,261,573) 3,544,142/16,°89|18,375| 6,963) 7,567 
Quincy, Missour: & Pacific ........ 70 70 130,612 107,15!| 69.27) 84.62 40,146 16,486; 1,866) 1,531; 674) 286 
Rome, Watertown & Ogdensburg.. +++} 257) 222) 1,167,826) 1,172,901] 75.83) 65.67; 282,240) 402,644) 4,544) 5,283) 1,098| 1,814 
St. Croix & Penobscot. .........cccccsseccsseces 22 22 56,112 65,979) 64.18) 63.15 19,748 24,311) 2,605) 2,999) 897) 1,105 
St. Louis, Alton & Terre Haute, Belleville Line 71 71 561,869 559,347| 59.21) 53.67) 229,189) 269,668) 7,914) 7,878) 3,172) 3,601 
St. Louis, Iron Mountain & Southern.......... 684 561) 3,802,941) 3,244,071) 52.95) 64.92) 1,789,088) 1,137,864) 5,560) 5,783) 2,616) 2,028 
St. Louis, Kansas City & Northern............| 604| 428] 2,657,833) 2,405,651] 79.41| 72.52} 547,280| 661,028! 5,279] 4,809/ 1,087| 1,346 
St, Louis, Vandalia & Terre Haute... ........ 158; 168) 1,031,414) 1,065,433) 80.50) 75.35) 202,019) 262,691) 6,512) 6,726; 1,279) 1,658 
St. Paul & Sioux City............ PPUTTTT TTT Tree 122; 122 660,014 545,190) 68.60) 72.10 175.945, 151,872) 4,590) 4;469) 1,442) 1,245 
nates dpe, | ST ry errs 148 148) 317,464 281,11f 76.10) 68.20 15,747) 89,365) 2,145) 1,899) 6512) 604 
242 242) 1,229,306 1,365,975 | 63.50) 62.26 448,575) 615,457) 65,080 5.645} 1,854) 2,130 
MU 500.0 0ghb hes hee bp bern sbaccenncekh odeas > 35 85 116,610 124,44{ | 80.78) 54.35 22,410) 56,815) 3,332) 4,014) 640) 1,623 
Tuckerton .......+0 $1 $1,517 36,733 81.27) 64.75) 5,903} 12,949 1,017} 1,185; 190) 418 
Union Pacific....... 1,032) 11,993,832) 10 659,880) 41.54) 45.97) 7,011,784) 5,907,665|11,622)10,232| 6,794) 6,724 
United New Jersey. 1 276, 8,643,924) 8,700,969) 68.19) 69.26 2,749,183] 2,370,936 28,717|31,526| 9,134) 8,590 
Western Union..... 213) 1,160,480) 1,123,108] 71.50) 68.40 $30,142) 354,044) 56,454 5,270) 1,552) 1,668 
Weat Jersey 128 659,798 623,391 55.56) 70.21 298,288 | 185,700) 5,148) 4,864) 2,288) 1,449 
Mi abs a6 19,809)19,971 170,193,959 179,070,088) 63.06) 62.35 62,838,161) 67,424,218 8,660] 9,244 3,164) 3,481 


| 
| 








on the third, the journal of which is 6% in. long and 3%% in. di- 
ameter. This fact ought to be an argument in favor of larger 
axles if steel-tired wheels are used. 


THE AMERICAN PAPEB CAR WHEEL CO., 
of Hudson, N. Y., has specimens of 30, 83 and 42-in. wheels of 
its manufacture. These wheels have steel tires made with an 
inside flange and a cast-iron hub. On each side of the hub 
and tire wrought-iron or steel plates 3-16 in. thick are bolted, 
and the space between the plates is filled with compressed or, 
rather, condensed paper. This paper is made of straw boards 
about in. thick, pasted together with paste made of rye 
flour, and first made into sections about % in. thick. These 
are subjected to a pressure of about 400 tons for about five 
hours, and are then dried with hot air. These sections are 
then pasted together in the same way, so as to 
get the requisite thickness, about 8% in., and are 
again pressed and dried. They thus form a disc which is 
turned off and the tire forced on with a pressure of about 150 
tons. The plates are then bolted to the inside and outside of 
the wheel with %-inch bolts. An old wheel is exhibited, “ one 
of the first paper car wheels ever made. It has run under a 
Pullman car 312,900 miles without the tire being turned.” One 
of the wheels is shown with a portion of the plates and paper 
disc cut away, so as to show the inside structure. One of the 
paper discs 18 also exhibited, and if a separate tire and hub 
were shown the exhibit would be complete. The wheels are 
painted brilliantly red, which might be described as mono- 
chrome-engineerin g. 
W. A. MILES, 
of the Copake Iron Works, Columbia County, N. Y., exhibits a 
33-in. wrought-iron car wheel with a stecl tire wilded on. 
There was no exhibitor present to explain the process of its 
manufacture, nor any circulars to give any information what- 
soevcr. The public are evidently expected to evolve all these 
porticulars out of their inner consciousness, but unfortunately 
the writer was not possessed of sufficient amount of what the 
Germans call “‘ Geist ” for this difficult task, 80 he cannot en- 
lighten his readers on what the inventor or manufacturers ap- 
parently do no think it worth while to explain. 
THE ATWOOD RAILWAY WHEEL CO., 
of No. 83 Reade street, New York, exhibit several of its 
wheels, These consist of a steel tire on a cast-iron centre held 
on with hemp packing, which is driven into an opening left 
between the tire and the centre of the wheel. The latter has 
a flange cast on the inside, which covers the space referred to, 
and a wrought-iron ring bolted to the wheel covers the out- 
side. A separate tire and wheel-centre which has been in use 
is also exhibited. 
THE RADDIN ELASTIC CAR WHEEL oo., 
of No.1 Pemberton square, Boston, exhibits several of its 





wheels for steam and horse cars, The elasticity is said to be 





given by putting rubber between the different parts of the 
wheel, which are bolted together. 

THE NASHUA IRON & STEEL CO. 
have among the other objects which they exhibit several speci- 
mens of Woodbury’s elastic wheels. The elasticity of these 
also depends upon rubber interposed between the different 
parts. 

The wheels exhibited in the foreign departments will be de 
scribed hereafter. 

NEW PUBLICATIONS. 

Mr, John Wiley & Sons announce a book on “Iron H'gh- 
way Bridge+,” by A. P. Boller, C. E., who needs no introduc- 
tion or recommendation to our readers, who have seen in our 
columns many valuable contributions on bridge engineer- 
ing from his pen. The book is intended chiefly, or largely, 
to give the necessary information to the buyers who 
are not engineers and have not the aid of profes 
sional bridge engineers, and of that very large class of 
engineers who are not and cannot be experts in bridge con- 
struction, but, who have to supervise the letting of bridge 
contracts, and to inspect the work when it is done, A very 
large proportion of the bridge work of the country is for high- 
ways, and is ordered by town, city or country officials, who 
have no regular engineer ; and it is due to their lack of know- 
ledge—of the ability to know what duty a bridge should be 
called upon to perform, and especially whether it actually 
does perform the duty called for—that unscrupulous builders 
so often get contracts, and insufficient structures are so often 
accepted. If Mr. Boller’s book succeeds in preventing these 
practices, all honest bridge-builders and the wbole community 
of bridge-users will owe him a debt of gratitude. The book 
will appear directly, and the price will be $2.50...... “Wil- 
liams’ Pacific Transit and Guide across the Continent” is 
volume of 800 pages similar in form to the “Official Railway 
Guide,” with a large map which shows the country from Omaba 
to San Francisco, including the Columbia River on the north 
and San Diego on the south and so showing most of the Far 
West. The book is profusely illustrated, and apparently con- 
tains in profusion the kind of information that a traveler 
needs. It is published by Henry T. Williams, New York, and 
the price in flexible muslin is $1.50...... The St. Louis Bolt & 
Iron Company has published a catalogue prepared with so much 
care and containing so much that is useful as to be worthy of 
mention. It contains full-sized drawings of the various 
of railroad and other spikes, track and bridge bolts, rivets, 
street and mine rails, and fish-plates which this company man- 
ufactures. The fish-plates are represented in full sized se 
tions with the form of the rails on which they are used. The 
rails and fish-plates of nineteen different. roads are thus rep 














resented, and all apparently are drawn accurately snd with 
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great care. We know of no publication which gives in so small 2 — * * —* vag rng ee ee fer ee —22 southward to the roy Pavano ig the ae ofa w- 
ecent practice went out an e . refused, e road upon the towpath, which can be made ready for 
ee ae —* —* — a ent for a a — * ra then the brakemen rallied anda pe charge was made on | the rails at a comparatively small cost. The first section to be 


‘ the bovine, but the bovine went for the brakemen and drove 
in many ways a model of this kind of publication. them out. So they armed themselves with fence rails and 
—— Mr. Charles Latimer, Chief Engineer of the Atlantic & —522 * awe roe ~~ —— —* — — 
ers and the inspirin eks ew e 
Great Western, whose —* will secure attention and respect * more. 22 time it was doubtful which way the tide 
to his opinions on any subject that he has investigated, has | of battle would turn. At last, however, the bull was defeated 
published a little book entitled ‘The Divining Rod;’ or, rather, | by a piece * a R Rx. 7 2 * ~¥ — while 2 
pri enemy moved by a flank, an ing Mr. n the rear go 
— 29 ae ea — * * roy re ion of his tail. This substantially ended the fight, and 
some time ago to the Civil Engineers’ Club ef the Northwest, | the bull was ignobly turned into the ditch. The battle for the 
with notes and additions from other writings on the subject. ion of the road lasted about ten minutes, and was one 
Mr. Latimer not only declares his belief that water and min- | Of the most phi struggles made for the possession of a rail- 
erals hidden underground may be discovered by the use of a road known in history. 
stick or rod in the hands of certain persons, but describes how OLD AND NEW ROADS. 
he has done this himself, and essays a sort of provisional ex- — — 
planation of the phenomenon, and establishes what may be called Valley, of Virginia. 
the elements of a science of “ water-witching,” which he be- : — —— — of the Baltimore ie stock nave 2 
nstruc vote at the com journed mee or a lease 
lieves to be wholly referable to natural laws, and capable of sci- fiiesiken tebe Gane roe oe mg pro 
entific explanation. Mr. Latimer says that any rod which is | qaũ not be less than $20,000 and half the net earnings the 
conductor will suffice, and that a straight copper wire will] term of lease not more than 15 Yay They are also directed 
answer as well as a forked branch of witch-hazel.gIn his hands | t0 require satisfactory security for the performance of the con- 
. : ditions of the lease, and to upon provisions which will 
the rod will turn for an iron rod, a gas pipe under the floor, the give the Western Maryland road a right to contract for traffic 
top of an iron column, etc., as wellas for water, and for still as | over the Valley road upon terms as favorable as those accorded 
well as for running water, but will not turn for anything if his | to any other connecting line. 


Z 


—— * Haute may by ae to Bloomfield, a 
miles, the further extension e upon 
No subsidies are to be asked for. gk ren cara, 


*8 Tork Oentral & Hudson, River. 

e New York City Council has sustained the Ma: 

of the o:dinance allowing th's company to ren ite — han 
West street to the new freight *— now being established at 
Piers 25 and 26, North River. is will not prevent the use of 
the new depot, but it will oblige the company to transfer all the 
cars going to that depot from Sixty-fifth street on barges. 
Davenport * St. Paul. 

n the suit brought by Perkins, Li ton & P M. K. 
Jesup & Co,, and Others | t the individual quake of the 
Davenport Construction mpany to recover for rails and sup- 
plies ed, the New York Supreme Court has given judg- 
ment for $306,206.37 gold. The syit was brought against ind. 
viduals on the ground that the Construction Com ny was not 
legally organized. An appeal vill doubtless be ‘abe. 


Blackwoodtown & Oamden. 


A company is to be ed to build a short branch fro: 
Blackwoodtown, N. J EN. the proposed narrow-gauge line from 
y- “ 





Camden to Atlantic 


mo 

ork was begun on this road at St. e, N. B., June 8, 
with some ceremony. About 40 miles of the have 
been sub-let, of which James Savage, of A ta, Me, 15 
miles from St. George eastward towards St. ohn: Mr. McLane, 
—* Ley nd Smart © Bode nee * sag from St. George 
westward, an e fro: 

to Bt. Stephen, — cov 
Pennsylvania. 

A line has been surveyed for a branch from Man . 
ae east to Delmont in Westmoreland “Coun gh =| 
eight miles. It is understood that the company will iron aud 
pad ag branch if the people along the line ‘will grade and 

6 


Opgteal, Vermont songer of June 9 says: “The Central 


Vermont Railroad Compan June 6, filed 
as Receiver of the railroads’ for the year ending Jule account 


something to do with it. The turning begins when a line from on is said that wee soon to be hogmn seen oe —— 

fat arrangemen ve been made for early completion. 
the rod to the water makes an angle of 45 degrees with the sur It is to ma d from Coshocton, 0. north by east to the Cleve- 
face, so the latter’s distance underneath the ground may be Tuscarawas Valley & Wh. road at Barr’s Mills, some 
found by measuring the distance from the point where the rod | 12 miles south of Massillon, whecling be a little over 30 miles 


begins to turn to that where it points perpendicularly down- | long. 
ward. Mr. Latimer’s pamphlet is certainly very interesting, | Gulf, Western Texas & Pacific. 


and gives reason for a thorough and really scientific investiga-| On June 1 this road was closed to travel, all trains with- 
tion of the matter. drawn, the equipment stored up and all employes discharged 


pt the few watchmen req to preserve the 
®Deneral Railroad Wews. 








from destruction. The road extends from Indianola, Tex., to 
Cuero, 70 miles, and is chiefly owned by Mr. Charles Morgan, 
the New Orleans steamship owner. 





. © year July 1, 1875 
PERSONAL. Wabash & Erie Oanal. All sums of money paid out for rents of th r 
—— The pecial Master reports to the United States Circuit | and all payments of interest on the funded ‘debt amy * 


—Mr. T. F. Dunawvy, Chief Train aor ee Mississippi | Court that the chasers of the canal from Lafayette to the 
Division, Mobile & Ohio Railroad, resigned his position, June | Ohio line have re to ** their purchase, unless certain 
1, on account of ill health, and has come East for a time. Be-| lots and lands which they cl belong properly thereto, but 
fore leaving his post, which he had occupied about three ears, | Which were sold separately, are included in the transfer. The 
the employes of the division presented him with a handsome | Master asks that the Court decide this question and enable 
gold watch. The presentation took place May 31. him to conclude the matter. Most of the parties who ht 

—A very handsome monument has been recently erected, by | the outlying tracts of land have fulfilled the conditions of sale, 


cluded in the statement. The ses show a falli 

ae, ** 2 wy — * ing ay 1, 1875, as mo hen 
w e six months en an. 1, 1875, and a fallin, 

the net earnings at the come time of $317,663, oes a a 
The gross Carnings Were........ceccecsesevecccsscvcecs $3,772,065 79 
TRO GROIN: 00 cciscsvcvcccvcccceséccccceseetocddbodace 2,689,867 44 





io fri: ; but a few have not. The Master asks authority to sell at pri- Tanrins teres $1,082,198 35 
degen, —— —S———— Division — vate or public sale those tracts the purchase of which was not | The rent during the same period was............ seeeee 1,082,000 40 
on the. Chicago, Burlington & Quincy, who, as some of our | Completed and also some property —— ye oh as being peek 0) iad x — 
readers may remember, was killed in an accident on that road | Covered by leases with privileges of purchase attached, =—=——>—J__ MUNI v vrs vs ons sss eressesesserstsssesseeessesees $198 36 


March 5, 1872. New York, Boston & Montreal. 

—Of the new receivers of the Atlantic, Mississippi & Ohio] The bondholders, for whose account the trustee bought in 
road, Mr. Charles 8. Perkins is head of the railroad supply | the New York & Boston Division at the foreclosure sale, met in 
house of Perkins, Livingston & Post, of New York. Mr. Henry | New York, June 12, and appointed a committee to prepare a 
Fink has been connected with the road over 20 years, having | pian of reorganization. e committee consists of the follow- 
been appointed Roadmaster of the Norfolk & Petersburg in| ing bondholders: Lewis May, A. V. Stout, Wm. H. Guion, 
1855 and Superintendent in 1859. In 1869 he became Superin- | Lewis Roberts, Christian Meyer, Jos. Seligman. 


tendent of Transportation of the consolidated road, and he 

continued to hold that position until now. He is a brother of Coldwater, Marshall & Mackinaw. 

Mr. Albert Fink. . Several meetings have been held to consider what could be 
—Mr. K. F. Booth, Chief Engineer of the Chicago & Alton done to secure the completion of this road from Coldwater, 

road, who went to California for his health some six months — be bw phe m mae. wand Oolherter 11 

ago, has returned to Chicago, having completely recovered. Michigan road, but the trustees have given notice that any use 
—Mr. Ransom Gardner, a well-known contractor, died at} of oak road-bed must be subject to the first mortgage of $20,- 

Anderson, Ind., June 9, after a brief illness. He wes born in | 090 per mile thereon, which is now in process of foreclosure. 

Fort Ann, N. Y., in 1814, but removed to Michigan in 1837 and] .. 0 Floyd 

has ever since resided there. As contractor he built part of Bingham Oanon & amp *Ioyd. 

the main line of the Michigan Southern road, its Detroit, This company reports its earnings and expenses for the five 

Adrian and Kalamazoo branches; a section of the Chicago & | months ending May 31, as follows : 

Rock Island and other lines. He had just completed the Cin- | Gross earnings ($2,301 per milo) ........................ $50,613 68 

cinnati, Wabash & Michigan road. Expenses (44.38 per CONt.)...+seeccecsereesserecseeeeceeees 22,463 09 


THE SCRAP HEAP. Net earnings ($1,280 per mile).......+++++ eo ceecececeveees $28,150 59 

— The total tonnage carried was 27,181 tons, chiefly ore and 

Railroad Manufactures. bullion. For the two years ending Dec. $1, 1875, the earnings 
The Joliet Iron & Steel Company, at Joliet, Dl., is running | #24 expenses were : 


“ This is only $198.35 to the interest on the funded debt. 
which is $820,000, As this lacks $919,801.65 of paying that 
interest, it follows that the floating debt of the management 
was increased that amount during the year, 

“* Not one dollar has been paid to the owners of the property, 
and it requires but a bare inspection of the figures to show how 
easy it is to compete with Vanderbilt and the New York 
Central for Western business. The r little Missisquoi, in 
which this county is so much interes lacked $22,481.32 of 
paying expenses.” 

Pacific, of Missouri. 
As noted last week a decree or foreclosure of the third mort- 
age upon this road has been made. The proceedings 8 
us given in the St. Louis Republican of June 7: “ Mr. Srrank 
J. Bowman * * then, as Attorney for the County, withdrew 
the answer and cross-bill of Thomas P. Akers of St. Louis 
County in the Ketchum case. Following this he also withdrew 
the answer of the county of St. Louis contesting the validity 
of the third-mortgage bondsof the road, at the same tame re- 
marking that one of his reasons for so doing was that he had 
become satisfied that the Pacific Railroad was so encumbered 
that its stock was worthless. His action in the premises he 
likewise stated was directed by the committee of the County 








t. 
“A decree of foreclosure of the Pacific Railroad * 
sented to, the same to be made subject to the ri his of the 
county of 8t. Louis to its claim for $700,000, and the county's 


both its blast furnaces and the Bessemer steel works full time. | Gross earnings ($9,206 per mile) .......................... $202,534 25 | right to prior lien therefor over all encumbrances to be in no 
The Cleveland (O.) Iron Company is running on a large or- | Expenses (53.05 per cent. )..........*********2**********2**2* * 07,441 78 way Prejadiced by the foreclosure. 
der for spikes and other track supplies for the Great Western * All further hearing upon the bill of intervener of the county 


Net earnings ($4,884 per mile) .... .. .................... $95,092 47 

The road is 22 miles | from Sandy, Utah, through Bing- 
ham Canon to Bingham. the capital account consists of $600,- 
000 stock and $300,000 8 per cent. gold bonds. 


Rochester & State Line. 

Mr. J. Condit Smith is now ma arrangements to car! 
out his contract for the —— of this It is ex 
that ali matters will be settled so that work can be 
soon. : 


Railway of Canada. 

The North Chicago Rolling Mill is running full time as also 
are its Bessemer steel works. 

The Cleveland (O.) Review says: “Angel & McCormick 
lessees of the McNairy & Claflen Co.’s works, have just shipped 
four handsome street cars to Milwaukee. They have recently 
shipped six of a similar kind to Minneapolis and have com- 

leted three for Toronto and have an order for one more from 

he same place.” 

The Indianapolis Rolling Mill has closed a contract to re-roll 


of St. Louis for the establishment of its lien of $700,000 was 
continued by consent until the September term of the court. 

“Itis understood that a contract has been entered into 
between the county and ©. K. Garrison, representing third- 
mortgage bondholders, by which the county is safely secured 
against ibility of loss of the amount of its lien. 

“The $41,000 interest due from the Pacific Railroad has been 
collected by Mr. Bowman and turned over to the receivers. 

* Judge Caldwell, in alluding to the receivers, said that of 
course they were officers of the court, but the court would not 


* tons of rails for the Cincinnati, — oes road. | Oolumbus, Chicago & Indiana Oentral. pape it = to come ia gat intervene and reise levees without 
o Cambria Iron Company, at Johnstown, Pa. 8 in; t h i this week in the United eo 6 court, enever they desir lo #0, the 
large quantities of steel a On one day of last woek 1178 25 —8&& Court on ibe Fieve should first, by their attorney, file a motion for leave, J 


to t 124 85 oo to ; 

ns Were sent away. for 1875, which th urt recen' ‘ec e lessee 

The Ohio Falls Car Works at Jeffersonville, Ind., were offered pr Ba ag anne ee and the net carnings for the first quanter 

for sale June 10, at Charlestown, Ind., snbject to a mortgage | of 1876, which will be payable July 1. e parties represented 

for $121,000. No bids were made and the sale was adjourned. | are the stockholders and the bondholders of various classes, 
Alabama Furnace, on the line of the Selma, Rome & Dalton | and Mr. James Pullan, trustee for the overdue mortgage of the 


road, is making from 20 to 24 tons of pig per day, although a/ old Richmond & Newcastle road also appears by counsel. 
ur small furnace. 


elby Furnace, at Shelby, Als., is making a fine grade of | Houston & Texas Oentral. 
charcoal iron, much of which is shipped to New Haven, Conn.,| The repair shops at Houston, Tex., are now actively engaged 
being sold to parties there. in preparations for the change of gauge. A large number of 


“ The court directed Seymour D. Thompson, Esq., master in 
chancery, to draw up an order in favor of eleven claimants, un- 
der statutory liens, whose claims he had recommended.” 
on —— of Coherent Oh Bs 2 has since been en- 
m . Thompson also repor' n favor of the ent of 
the claims telerred to him. stalin 
June 9, the receivers submitted for the approval of the court 
an agreement by which they are to lease from the receivers of 
the Atlantic & Pacific 8 locomotives, 300 box, 8 caboose and 2 
wrecking cars at a monthly rental of $7,500. 


The Terre Haute Car Company has leased the tools, etc., of | new car trucks of the standard e are turned out, Atlantic & P 
the Southwestern Car Company from the assigneee and has | and such of the engines as are ed worth the change are fle the & Pacific. Circuit Court at St. Louis, June 7 
work in the Prison shops at Jeffersonville, Ind. being altered. The oldest of the engines will not be changed, | aoc, . , oune /, & 
e trouble between the Pittsburgh manufacturers and the | but will be worn out on the Austin Branch, where the 5 ft. fin ee of foreclosure of the second m e and an order of 


puddlers is still unsettled, though several efforts at  compro- | gauge is to be retained fora time. About four sets of new or sale were entered., The receivers are to sell the road at public 


sale, upon 60 days’ notice, such portion of the road th 
have been made. altered trucks are turned out daily. pro y as is covered by the first e onsouted A the 
Prices. Pacific Mail. th Pacific yy 178 be sold sub; ot to * lien. 
nite tations for American rails in the East are: atthe; The new board has agreed upon a settlement of the difter- The stg ty — #0 e 77 as & woole. © pur- 
ills. $88 to $40; steel, $60 to $63; old rails, $21 to It is | ences with the Panama Railroad Company upon the following ae 8, if holders, may pay $100,000 in cash and such 
said that the Texes & Pacific has — in Pennsylvania | basis er smount so mey be necessary to satisfy the a of 


bondholders not joining in the chase for their pro rata 
share; the balance may be paid in second-mortgage bonds. 
The amount of first-mortgage bonds outstanding is named in 


12,000 tons at prices equivalent to $46 to $48 delivered on the| 1. The Panama Railroad, h Mr. its President, 
Mississippi or the Gulf; the Reading Com is said to| agrees to postpone the payment of its entire debt of the Pacific 
have sold part of the lot at a little loot than’ $39 at the mills. Mail (on the: — 28— the same) until May 1, 1877, hold- 


ilroad spikes are 2% to 3 cents per pound. the same securities for the entire debt they now hold. *8e22 * Ly + 
y amended by directing the pay- 
A Now Railroad Wat od, ne Hanae, Hand Company sn te Penne, Tent | 2m aah o sua hs vant ens Oo 
wi made 


’ 
and when the court may require and direct to be paid, for the 
Pp of satisfying any (statute, equitable, or other lien) 
¢ that on a hearing and accounting had between the At- 
lantic & Pacific Railroad and the Pacific Railroad, may be 
found due and owing to said Pacific Railroad. 

This leaves the question as to which ot the two roads should 
be chargeable with the claims tor supplies to be finally deter- 
mined at the fall term before Judge Dillon. 

All claims against the road are referred to Seymour D, 
Thompson, as Master, for examination and report, 


The Saratoga (N. Y.) Saratogian says: “‘ A two-year old bull Panama Railroad on the same terms 
of  bellicose and disputatious turn of mind t the train bye pow the Panama Transit Compan, 


by con- 
Yesterday morning to a stand-still just this side of Me-| fre sis — aati 
r morn a stand-sti ce) i oso 
——— ——— saw the bull on the track and lla ore Conn 4 e 


tooted for him to get off. But the bovine evidently re-| The pressing floa’ —8 bt of the has been 
garded five as a big rival « at every toot of the $y ee ee te 


= 


the locomo 


whistle bh ed back « bellow, and to the 

dirt and lasts his tesl oe if he could lick all tke bulleta creation. | Terre Haute, Worthington & Bloomfield. 
The whistle snorted, The bull bellowed. The hal-| The blest of this company is to utilize that portion of the 
looed at the bull, but the bull lowered bis bead and sbaljonged | Wabsoh & cio 


Canal which extends from Terre Haute, Ind., 
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A of the bendiaclders was nit tes son 7 J 2 12, 
ttee, consisting of Andrew Peirce, J. P. insen 
Wan. i Coffin, Jos. Seligman, Wm. L. Buckley, F. Butterfield 
and Uriel Crocker, was appointed to prepare a plan of reorgan- 
tion. 


The receivers state that they have made no statement to the 
effect that the coupons next due on the first-mortgage bonds 
would not be paid. 
Southern Railroads. 
The committee ted by the stockholders of the Central 
Railroad of at their last meeting has, through its 
Chairman, Mr. RB. N. of Savannah, addressed a letter 
to the Southern Railway and Steamship Association. The let- 
ter is very long and the belief that all stockholders 
who are in & position to take an intelligent view of the present 
condition of Southern railroad y must be aware that 
their future prospects of returns from their investment depend 
upon the adoption of the as Bed combination, as opposed to 
competition. The esscetation assured of the hearty support 
of all such stockholders and of the exercise of their influence 
ements accordingly, 


ister says : 
“In the eleven —“ Btates—Virginis, West Virginia, 
2 22 Georgia, 
Fi Alabama, Louisiana, Mississippi—there are 
rai companies, which own, or control by lease, 12,620 
miles of railway. : 

“Thirty-nine of these companies, controlling 6,185 miles 
(about 484% per cent. of the whole), have either gone through 
ba since the completion of their roads, or are now in 

ion of the courts preparatory to a foreclosure. 

‘* By consolidation, lease and purchase, 18 companies con- 
trol 6,038 miles of seeds while 43 eh oe ——— 
ess than 100 miles each, a o miles—or one- 

cult bout — of the whole. The 

South Carolina Railroad, from Charleston to Hamburg—the 
first road of anyimportance in the South—was commenced in 
11828 and finished in 1846. * * * * 
“Of the six roads (including the South Carolina) as first 
they are all, except the Seaboard & noke, now in 
the possession of the companies, and with one pres 
tion, are paying dividends. In the early history of these roads 
two of them —the South Carolina, and Wilmington & Weldon— 
borrowed money in — at 5 and 6 per cent. interest, 

or 


mortgage pothecated ies, or collaterals, to 
finish the roads, and le were honest then) it was unpaid 
at the beginning of the war, but at its close, satisfactory ar- 
rangements were made to secure these debts in This is a 

ight spot in Southern credit, and in _ strong 
mor yee 4 which —— 
credit has been enveloped since e war. ‘There are 
4,408 miles of railway owned and controlled by twenty-six com- 

nies, now in possession of the State and United States 
Bourte, undergoing . poncoetin 8 of foreclosure. The cost of 
the lawyer’s fees and incidental costs of court has been in 
other cases from $500 to $1,200 per mile of road. ; 

“Let those who complain of these ies and high 
charges for tra) rtation, think over these figures, and rec- 
ollect that the stock and bondholders have already lost $150,- 
000,000 by failures and an equal amount in other roads whic 
pay neither interest or dividends The foregoing does not in- 
elude any road west of the Mississippi river, or any part of the 
Baltimore & Ohio Railroad, or any road north of the latter in 
West Virginia.” 


Toledo, Wabash & Western. 

The sale of this road under foreclosure of the consolidated 
mortgage took place as advertised in Toledo, O., June 10. But 
few ns were present and the property was sold for $2,500,- 
000 to Mr. John W. Ellis, of New York, who represented the 
committee of the consolidated or gold mortgage bondholders, 
consisting of himself, John F, Martin, George I. Seney, A. M. 
White and H. A. V. Post. 

The sale included all the property owned by he company, 
consisting of the Main Line from ‘Toledo, 0., Camp Point, 
TIL, 452 miles; the St. Louis Division, from Decatur, Ill., to 
Fast St. Louis, 108% miles; the Naples Branch, from Bluffs, 
Ill, to Naples, 4 miles, and the Keokuk Branch, from Clayton, 
Tll., to Elvaston, 34% miles, being 599 miles in all. The com- 

any leased the use of 21% miles of the Chicago, Bur- 
fington & Quincy, and 7 es of the Toledo, Peoria & 
Warsaw m Elvaston to Keokuk, Ia, and 
these leases will doubtless be continued, as they 
are essential to the completeness of the road, Other leases 
are held of the Hannibal & Naples road, 52 miles; the Lafay- 
ette, Muncie & Bloomington from Lafayette, Ind., to the f- 
linois line, 36 miles; the Lafayette, Bloomington and Missis- 
sippi, from the State line to Bloomington, Ill.. 81 miles, and the 
Pekin, Lincoln & Decatur, from Decatur to Pekin, 67 miles. 
These leases are terminated by the sale and may or may not be 
renewed, The two last-named roads have recently been sold 
under foreclosure and are now owned by the bondholders. 

The sale was made subject to all the liens prior to the con- 
solidated gold mortgage, amounting to all $17,696,000. None 


of these prior m es, however, covered the entire line. As 
all these bonds bear 7 per cent. interest, the annual interest 
charge rema‘ on the road will be $1,238,720, or about 
$2, mile. e consolidated gold bonds outstandin 
were $5,000 000, the holders of $4,943, of which united wit 
the committee in the aso. e stock, which is wiped out 
by the sale, consi of $15,000,000 common and $1,000,000 
preferred $1 in all. 


6,000,000 
The purchasing bondholders have, it is understood, agreed 
upon a plan of reorganization which is approved by the holders 
ofa very large amount of the prior bonds also. ‘ 

It appears, however, that on the day of the sale the Indiana 
Circuit Court at Logansport made an order fora stay of the 
foreclosure proceeding on application of the stockholders’ 
committee, the ground for the stay being that the decree was 
defective in allowing a sale without redemption; that the origi- 
nal complaint was defective; that the decree was ex parte; that 
the directors had aided in the proceedings and that the stock- 
holders had a right to be heard in defense. It is not quite 
clear that the stay was effective, being granted so near to the 
time of sale; ita results remain to be seen. The sale was made 
under concurrent decrees of the State Courts in Ohio, Indiana 
and Minois. 


St. Louis & Southeastern. 


A new complication in the affairs of this company has been 
introduced by the commencement of a suit in the Christian 
County (Ky.) Circuit Court to set aside the decree of fore- 
closure haw WE which the road from Henderson, Ky., to the Ten- 
nessee State line, was sold in 1867 and transferred to the 
Evansville, Henderson & Nashville Company. The complaint 
sets forth that the original company, known as the Henderson 
& Nashville Company, in 1854 issued $750,000 bonds, and in 1856 
$186,000 of these were sold in England. en the war 
comm a deal of work had been done on the road 
but it wae then s' and in 1866, the road being then sti 
in anfunfinished state, a plan was devised in pursuance of which 
some $500,000 of the unsold bonds, with the unpaid coupons at- 
tached, were issued to parties having claims upon the road at 
a merely nominal price. These parties thereupon 
brought suit to foreclose the mortgage, and a 
decree of foreclosure was granted under which the 
road was sold Feb. 28, 1867, for $20,000, to one of the bondhold- 
ers, who transferred it to the Evansville, 
Henderson & Nashville Company, which was organized under 


a special charter which had meantime been obtained from the 
Kentucky Legislature. The English holders of the $186,000 
bonds now appear and claim that they had no notice of the 
foreclosure proceedings and knew nothing of the sale of the 
road until Jong afterwards; that the ww nod grmgpe =F was ir- 
regular and the foreclosure was obtained by collusion and 
fraud, and with intent to deprive them of their rights and their 
equitable lien on the property. They ask that the decree may 
be set aside and their claim upon the property recognized. 

Seven of the passenger conductors on the road were sum- 
marily discharged recently and their places given to other men 
promoted. The cause of discharge is not stated. 


International & Great Northern. 

A large force is at work on the extension from Rockdale, 
Tex., to Austin and work is being vigorously pushed. It is 
stated that iron enough has been bought to lay the track to 
Round Rock, 43 miles westward from kdale and 17 from 
Austin. It is expected that trains will run to Taylor, 26 miles 
by the end of June. Taylor is on Mustang Creek and direvtly 
on one of the principal cattle trails and is likely to be an im- 
portant shipping point. It is not expected that the track will 
reach Austin belore Fall. 


Oanada Southern. 

At the annual meeting in St. Thomas, Ont., last week, a reso- 
lution was adopted ratifying and confirming the transfer of the 
** of the stock to Commodore Vanderbilt. A new board 
of directors was chosen, in which the Vanderbilt influence is 
prominent, 


Wyandotte, Kansas Oity & Northwestern. 

Track is now laid to a point five miles east of Wellington, 
Mo.,, and 39 miles east from Kansas City. There remains but 
five miles more to carry the road to Lexington. 


Ulinois Oentral. 

The Land Department reports for May sales of 610.42 acres 
for $4,759.23. he cash collected on land contracts was 
$16,365.01. 

The Traffic Department reports earnings for May as follows : 

1876. 1875. Inc. or Dec, P.c. 
In Illinois, 707 miles. .$461,004 63 $449,593 98 Inc..$11,500 65 2.6 
In Iowa, 402 miles.... 124,874 27 165,286 87 Dec.. 30,412 60 19.6 


Total, 1,109 miles. $°85,968 90 $604,880 85 Dec..$18,911 95 3,1 


The Illinois earnings were $652 per mile, the Iowa earnings 
$311, and the average for the whole line $528 per mile. 


Waterville & Washington. 

This Kansas company has been reorganized and it is said 
that arrangements have been made to begin work upon it at 
once. It is to be built and worked as an extension of the Cen- 
tral Branch, Union Pacific, and that company now controls the 
management. 


Lafayette, Muncie & Bloomington. 

In the Lafayette crossing case the United States Circuit 
Court has approved the report of the Special Commissioner 
and made an order accordingly, providing that the Indianapo- 
lis, Cincinnati & Latayette Company shall sell the Lafayette, 
Muncie & Bloomington right of way for an independent track 
into Lafayette, and shall permit such track to be laid from the 
place of the proposed crossing. This is virtually a compro- 
mise, the crossing plan being given up. 


Oinoinnati Southern. 

John Smith & Co., the contractors for the masonry of the 
Tennessee River bridge, being much behind with their work 
and the trustees having reason to believe that they would fai 
to carry out the contract, it has been transferred to the firm of 
R. G. Huston & Co., who are now going on with the work. 
New Jersey Midland. 

The Chancellor of New Jersey has admitted the second and 
third-mortgage bondholders as parties in the foreclosure suit. 
This action is claimed as a substantial recognitien of the Bales- 
tier-Doyle Committee and its plan of reorganization. 


Selma, Rome & Dalton. 

This road is now in better condition than ever before, the 
present a having steadily pursued the policy of im- 
proving it. The business is increasing and there is a gradual 
improvement in the coal and iron interests along the line. 
Much is hoped from the approaching completion of the Cincin- 
nati Southern, which will give the road an outlet independent 
of all connection with it rivals. 


St. Louis, Kansas City & Northern. 

The track is now all laid on the new branch connecting this 
road with the Union Depot in St. Louis, and it will be formally 
opened in a few days. The new line leaves the main line at 
Ferguson, 11 miles from the old terminus in St. Lows, and is 
11.5 miles long. It passes through Forest Park, and opens up 
some very good omnes for suburban settlement, besides secur- 
ing the desired connections in St. Louis. 


Rensselaer & Saratoga. 

The long bridge over the Hudson River at Fort Edward, N. 
Y., took fire June 7 and was entirely destroyed. Work ona 
tem —— bridgo was —* at once, and trains passed over 
it June 12. The burned bridge was 640 feet long, and was 
built in 1855 to replace one burned at that time. 


Kansas Pacific. 

Certain taxpayers of Trinidad County, Col., have sued out an 
injunction against the issue of the county bonds voted in aid of 
the extension of the Arkansas Valley branch from La Junta to 


Trinidad. Irregularities and fraud in the election are 
charged. 


Intercolonial. 


The line from Moncton to Riviere du Loup is now open for 
travel and freight, and mixed trains began running June 12. 
Express trains will be put on July 8 and will make the trip from 
Quebec to St. John in 24 hours and to Halifax in 27 hours. 
There is a good deal of talk of the purchase by the Govern- 
ment of the Riviere du Loup Division of the Grand Trunk, over 
which the Intercolonial trains run to Quebec. The Grand 
Trunk will doubtless be very willing to sell the line, which has 
a very light traffic. 





Pennsylvania & Sodus Bay. 
This unfinished road was sold at auction under foreclosure of 
mortgage in Trumensburg, N. Y., June 10. It was bid in for 


$24,750 by Mr. Merritt King, who represents some of the bond- 
holders. 


Wilmington & Reading. 

In view of the recent decision of the United States Circuit 
Court that, under the Delaware charter, the franchises of the 
company are not covered by the mortgage, it is said that the 
foreclosure suit will not be —— at present, and that appli- 
cation will be made to the Delaware Legislature for an act au- 
thorizing the transfer of the franchises to the parties who may 
buy the real estate and other property. 


Illinois Midland. 

In the Mlinois Circuit Court at Decatur, June 8, the Court 
gave its decision on a demurrer entered to the pleas of the 
company in answer to the complaint in the quo warranto suit 
heretofore referred to. The Court holds that the charter of 
the Peoria, Atlanta & Decatur Company gave it authority to 





purchase any road which might form part of its proposed route, 


— 


but it is very doubtful whether that could be extended so as to 
include any road beyond the two terminal points, Peoria and 
Decatur. Moreover, the Paris & Decatur had no power to sel} 
its road or consolidate with any other company, The sale of 
the rsad to the Peoria, Atlanta & Decatur must therefure be 
held void and of no effect. The demurre:s are sustained, but 
leave is given the company to file a new plea in answer. 


Southern Pacific, 


The track is now laid to Keene, Cal.,14 miles beyond Calj- 
ente, and there reaches the summitin the Tehachepi Pagg, 
Regular trains now run through to Keene, which is miles 
by rail from San Francisco, A very large number of men is at 
work between Keene and San Fernando and in the tunnel at 
the latter ey and it is still expected that the line to Log 
Angeles will be open by July 4. 

On the line beyond Angeles the work of tracklaying ig 
being pushed towards the Colorado River, and the track is ex. 
pected to reach the river by the endof July. At latest ac- 
counts the end of the track was 150 miles east by south from 
Los Angeles, 


New Orleans, 8t. Leuis & Ohicago. 

Messrs. Kelly & Alexander, No. 68 William street, New York, 
give notice that they will buy at par the coupons of the Migs- 
CesT Central first-mortgage bonds, which became due May 


Ohicago, Burlington & Quincy. 

This company gives notice that under 1ts contract with the 
Keokuk & St. Paul Company the sum of $290,385.54 is now ap- 
plicable to the purchase ot the bonds of the latter company, at 
a price not above par and accrued interest. Holders of the 
bonds are invited to send proposals for their sale to John N, 
Denison, Assistant Treasurer, Boston, until June 21. The 
— “ be —— **Proposals to sell Keokuk & St. Paul Rail- 
ro nds.” 


Gentral Pacific. 


The San Francisco Real Estate Circular of June 1 says: 
“Work has been commenced on the Northern Railway at Oak- 
land ; the grading and —— are now nearly completed to 
the Willows or Shell Mound—a distance of about three miles 
from Oakland Point. The grading of the Berkeley Branch 
which diverges from the main line at the above-mentioned 

int, is well advanced. The grading of the main line to West 

erkeley, and possibly farther, will be continued with little if 
any delay. Upon its completion the track will be laid imme- 
diately and the road operated by local trains to connect with 
the present ferry-boais. This road, which will probably be 
open to Berkeley early in July, will afford another outlet to 
those who are anxious to secure lots across the bay.” 


Long Island. 

Mr. T. B. Wallace, a stockholder and director of this com- 

any, has applieu to the New York Supreme Court for an in- 
unction to restrain the company from carrying out the leases 
of the Southern and the Flushing, North Shore & Central 
roads. The grounds of the application are that the leases will 
prove injurious to the lessee and may possibly cause it to be- 
come bankrupt, to the great detriment of the stockholders, 
Thé Court granted a temporary injunction and will hear argu- 
ment hereafter on the question of continuing it. 


Cairo & St. Louis. 


: The operations of this road for April are reported as fol- 
ows: 








Gross earnings ($122 per milo) ............................ $17,882 51 
Current expenses (91.06 per cent.)..........+.+. $16,284 27 
Extraordinary expenses (19.02 per cent.)........ 3,402 v4 
Be CRs occ cnccec cesses dn cceccecsocceees 19,686 31 
Excess of payments over roosipta.................... $1,803 80 


Passenger trains ran 9,737 miles; freight trains, 7,313; coal 
trains, 5,872; a total of 22,922 miles. The average earnings per 
train mile were: for passenger trains, $0.5764; freight trains, 
se coal trains, $0.68. The road worked is 146% miles 
ong. 
Keokuk, Iowa Oity & Minnesota. 

At the annual meeting in Washington, Ia., June 7, a com- 
mittee was appointed to investigate the past management and 
present condition of the company, and report within 30 days. 
Burlington & Olinton. 

Mr. J. A. Rhomberg, President of the Chicago, Dubuque & 
Minnesota and the Chicago, Clinton & Dubuque companies, is 
working up a project for a new road to run near to aud on the 
west side of the Mississippi, from Clinton, Ia., through Daven- 
port to Burlington, about 140 miles. 


Burlington, Keosauqua & Western. 

This company was organized at a convention held in West 
Point, Ia., June 8. The object is to build a narrow-gauge 
road from Burlington, Ia., through Denmark and West Point 
to Keosauqua, with a possible extension westward. The capi- 
tal stock is fixed at $250,000, with power to increase. 


Dallas & Wichita. 


The contract with Henderson & Scarry for the grading from 
Dallas, Tex., to Denton has been signed and the contractors 
began work May 30. 


Galveston, Harrisburg & San Antonio, 

The Galveston News is informed that iron enough has been 
bought to complete the road to San Antonio. Tracklaying 
from Kingsbury westward was to be begun June 12. 
Dividends. . 

Dividends have been declared by the following companies: 

New York Central & Hudson River, 2 per cent., quarterly. 
payable July 16. 
“a — nion Telegraph, 1%% per cent., quarterly, payable 

y 15. 

American Express, $3 per share, payable July 1. 

New York, New Haven & Hartford, 5 per cent., semi-annual, 
payable July 1. 

itchburg, 4 per cent., semi-annual, payable July 1. 

Philadelphia, Wilmington & Baltimore, 4 per cent., semi- 
annual, payable July 1. : 

New York & Harlem (New York Central & Hudson River, 
lessee), 4 per cent., semi-annual, payable July 1. 

Lehigh Valley, 24% per cent., quarterly, payable July 15. 


Springfield, Jackson & Pomeroy. 

The directors at a recent meeting ordered that work on the 
Springfield end of the road should begin at once. A new loca- 
tion has been ordered in the vicinity of South Charleston, U.. 
which makes the line more direct, but takes it some two miles 
south of the town. This action is taken in consequence 
some trouble about the local subscription. 


Sharon. 


This road is now fully completed and trains are running over 
it. It is leased to the Atlantic & Great Western Company and 
forms an extension of the Mahoning Division of that road from 
its former terminus at Sharon, Pa., north by east to the main 
line at Cape Horn, now known as Sharon Junction, a distance 
of Os miles. It is of standard gauge, the same as the Mahon- 
ing Division, and a third rail has been laid on the wide-gauge® 
main line from Sharon Junction to Shenango, 5% miles, where 





connection is made with the Shenango & Allegheny Valley road. 
This completes a line of standard gauge from Cleveland to the 
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stern terminus of the Shenango road, 145 miles and makes it 

Teer yo to ship coal and oil from the line of the Shenango road 
h to Cleveland without the transfer heretofore required. 

[talso furnishes a new line for eastward bound traffic from 
Youngstown. . 
favannah & Charleston. 

The Receiver’s report for the three months ending April 30 
is as follows : 








Halance, Feb. 1.....-.0rc0s secccccssevcccescccecccescoce - $9,272 39 
Freight, passage, mails and connecting roads............ 96,001 60 
Pills payable, Junction Branch..........scccsssscccscees 6,000 00 
Atlantic & Gulf R. R., junction...... * 400 
“ o ” md account. 
OPED aeeounts...................... 
Total. .ccccccccccccccccesce cesses cocnscoscesonseses 
Expenses, pay-rolls, salaries, connecting roads, 
iron, etc..... — —— * 
Arrears tO emploxes.......................... 
costs, interest and exchange..... 608 82 
payable, Junction Branch................ 12,000 00 
Atlantic & Gulf R. R. Junction Branch........ 400 00 
“ sad “ construction account.... 1,380 15 
104,912 51 
WOR, AOC GD oes cctcnceosccoveccessoneedes none $15,188 08 


The Receiver’s receipts for the quarter were therefore 
$5,915.69 greater than his disbursements. 
Erie. 

In ace»rdance with a law of New York, passed in 1875, which 
gives authority to the directors of any com whose annual 
meeting now takes place within three months before Sept. 30, 
tochange the time of such meeting toa day not more than two 
months after Sept. 30, on giving 30 days’ public notice of such 

e, the board of directors gives notice that the annual 


meeting of this — heretofore held on the second Tues- | Profi 
e 


day of July, will hereafter be held on the fourth Tuesday of 
November. 

The change is a matter of convenience, the law of New York 

requiring the returns to the State Engineer to be made for the 
ear ending Sept. 30. The fiscal year of the company has been 

fred accordingly, and this makes it possible to present the re- 

port at the annual meeting, shortly after its close. 

Philadelphia & Reading. 

This company announces its intention of running excursion 
trains to Philadelphia from any town in the mining regions 
from which 500 passengers can be secured. Tho special in 
will leave early in the morning, run at a rate of speed, 
and the arrival and return will be so timed as to give the ex- 
cursionists eight hours at least in the Centennial grounds, The 
fare for the round trip will be $2 from all points. 


Baltimore & Drum Point. 

The County Commigsioners of Anne Arundel County have at 
last resolved to make the long-talked-of subscription of $200,- 
000 to this road, but have added to it the condition that Balti- 
more city shall agree to endorse the bonds of the company for 
$500,000. It is very doubtful whether this Baltimore endorse- 
ment can be secured. 


Toledo, Peoria & Warsaw. 


Receiver Hopkins reports for April and May as follows: 


A AMO Disice i cocicccovccccvscccscvccevecebodseedbsé $9,649 37 
Prtight accounts. .c. cccccccccccccccccccccccccceveseececs 223,792 
POSPONGEL BOCOUNES..0. 00 ver ccvcccvccecccccceccvcceccoce 53,055 19 
Car-service, express and miscellancous accounts .......++- 22,562 90 
Pica. 356 neverees ep cquscachecaksonrmeonesevenarthe $309,059 82 
Pay-rolls, vouchers, rents and miscollancous ............ 308,716 89 
POO, DODO 2B. co cccccsecdcccccpoccepces cedecccesese $942 93 


The disbursements were $8,706.44 in excess of the receipts. 


San Francisco & North Pacific. 

The Guerneville Branch is completed, and regular trains 
began to run over it May 28. It leaves the main line at Fulton, 
Cal, 27 miles north of the San Francisco Bay terminus at 
Donahue, and runs nearly due west to Guerneville on Russian 
River. Itis about 17 miles long. 

The company has consented to have an inspection made of 
the route of the proposed extension from Cloverdale northward 
to Ukiah, but declines to make any promises as to building it. 
3 people along the line are very anxious to have the extension 

wilt, 


Montclair & Mendham. | 

A company has been organized under the New Jersey general 
law to build this line, which was projected and partly raded 
some years ago asa branch of the Montclair Railroad. The 
line is from Montclair, N. J., westward through Caldwell, 
Hanover and Morristown to Mendham, about 25 miles, and it is 
now proposed to extend it some 20 miles further to a connection 
with the Easton & Amboy road. 


Ulster & Delaware. 

The bridge over Esopus Creek, near Rondout, N. Y., was 
—— by fire on the morning of June 7, causing a loss of 
$15,000. Itis believed that it was set on fire by some quarry- 
men who were on a strike, to prevent the from hauling 
stone from the quarry. 


Ohicago, Rock Island & Pacific. 

The people along the line are trying to induce this company 
toextend its Winterset Branch from Winterset, Ia., south by 
west through Afton to Mt. Ayr in Ringgold County. The dis- 
tance is about 45 miles through a good and well settled 


country. 
Des Moines, Hampton & Minnesota. 


Anew compan this name has been or; in Des 
Mvines, Ia. lis Sbject is to extend the Des Manon Minne- | line 


road from its present terminus at Amex, Ia., north by east 
h Alden or Iowa Falls and ey, te to a connection 
With the Iowa & Dakota Division of the Chicago, Milwaukee & 
St. Paul. The distance is about 90 miles, and liberal prom: 
of local aid are made. The northern half of the line would be 
not far from the Central road. 


Ohicago, Danville & Vincennes. 
The United States Circuit Court has granted leave to Edward 
i. Might to file a cross-bill in the foreclosure suit. The ob- 
ct of the bill is to protect the rights of holders of the Indiana 
vision first-mortgage bonds, for which, it is claimed, no pro- 
Vision has been made in the present suit. It is also charged 
that the equipment of the two divisions has not been kept sep- 
‘tate and that a part of the proceeds of the Indiana Division 
has been spent upon the Illinois Division, 
brringf eld, Athol & Northwestern. —— 
cempany has prepared plans for a on 
Maing strech iy Springieli Mess. to. bo’ built of brick “asd 
@anite, It is to be four stories high, the first story to contain 
— ticket office, etc., and a large store, the 
‘ome tobe rented. The store on the first floor will also be 
tented. The train-house will be in the rear. 


& Greenwood Lake. 


a | ing dT begs 


used for the company’s offices and for offices and | tana 


ANNUAL REPORTS, 


Mobile & Ohio. 
This company’s lines are as follows : 


Main Line, Mobile, Ala., to Columbus, Ky..........sesscceseeeeee 472 
Branch, Narkecta, Miss., to ille, Ala....... oor 
Columbus Miss., to Oolumbus.................. 4 
Okatibbeha Branch, Artesia, Miss., to Starkesville........ — ll 
Aberdeen Branch, Muldon, Miss., to Aberdeen.......csesssesesee 9 
Total qenen vacers de cen emends copbignsdeccese cocveses 627 


On May 1, 1875, the trustees under the first mastenae tests 
— of the property, the interest on the 

en been in default one year. These trustees were 

the United States Circuit Court 


quently appointed receivers 
and still hold possession. present report, which covers 
the calendar year 1875, is therefore made up from for 
the first four months contributed by the company for the 
last eight months by the trustees receivers, 
The capital account is as follows: 
Stock ($10,006 per mile)......................... ...... $5,320,600 
First-mortgage bonds............+++ sevceceeeee + $9 648,220 
Coupons matured and unpaid.............. sees» 1,462,350 
—— 11,110,570 
——_ gage, bom Bu .... —RX $1,459,948 
PONS mabured ANG UNPAlG....cccsceseseeeeee * 
1,570,156 
Convertible honds.........: . ..........:.:....... $977,550 
Interest matured and unpaid ................... 78,204 sce ae 
Gainesville Branch bonds, principal overdue.... $53,000 | 
Coupons matured and unpaid................... 480 
—_——— 61,480 
Total fundod debt ($26,182 per ulo)................. $13,797,960 
Floating debt ($1,437 per milo)........................... 167 
BONA loes............ 1,902,531 
Total ($41,325 por milo) ............... .. . . .. . . . .... $21,778,461 


Of the floating debt $582,886 is debt incurred by the compa- 
ny, and $174,984 by the receivors, 
The earnings for the year were as follows : 











1874. Inc. or Dec, P. o. 
$1,838,924 Deo. $414,926 22.6 
429,631 Deo, 78,523 18.3 
GORE vice ceeseses. cbse 
60,737 Dec. 6,012 9.9 

seeeee Inc, 22,788 
Total.........00++ $1,914,347 $2,391,019 Dec. $416,672 19.9 
Working expenses...... 1,552,804 683, Dec, c 17 
Net earnings........... $361,453 $707,865 Dec. $346,412 48.9 
Gross earn. per mile.. 3,633 v Dec, 19.9 
Net *. * 4 seve 1,343 Dec. 657 48.9 
Per cent. of exps....... 81.12 70.39 Inc, 10.73 16.2 


The income account of the company for the four months up 
to May 1 was as follows : 






Be INS 60.00 s06.008g0desbecce bs. cpenntegescegssecsgess $81,819 
Interest, sundry accounts..... 15,215 
Sale of town and county bonds. 103,204 
Decrease floating anaots..................................... 148,324 
Increase floating liabilities. ..........secsecceeee eeseesenens 164,905 

— $513,567 


Bills payable, supplics, etc., 1874... 
Balance of unpaid tabor, 1874.. 







Advances paid........65  seeee 29,072 
BOONE. vos cveccvecescvccvecesese esbecoveccocces 3,005 
613,557 
The Receivers’ account for the last exght months was as 
follows : 7 
POSER Sic cdc . ddsccsoooe coscceccooesecosoe $279,635 
— GUE GRVEOEN ics cide cccvccdiccdccdsoosecios secces sees 390,482 
Bale OE Sew BORER. 5 00's oc dsc vccccicdvcecicdovcestsecccecbess 11,315 
Increase floating liabilities...........206 ccccecececeseceecs 174,973 
— $856,405 
Fntorent Held. ... ccocsccccccccecocccccesesocccsseees $4,182 
ON TORE: c ccc ccccencccccescocgecee 871,157 
Mobile & Ohio Co., audited bills paid............... 4 
had “ “ unpaid labor paid ................. 103,524 
Judgment, duty on rails......... 0 O0bbceecccedcescoee 104 
Increase floating aauota ............................. 197,089 
856 406 


A plan of reorganization, the features of which have been 
alr y sete, has been prepared and submitted to the 
security-holders. 

Atchison, Topeka & Santa Fe, 


This company works the following lines: * 
Main line, owned, Atchison, Kan., to Colorado line..........++ 470.10 


gg & Arkansas Valley R. R., leased, Colorado line to 
lo 


PEs vopccéces —* 148,23 
Kansas by Hn ka & Western, leased, Kansas City to . 66.00 
Wichita & western, leased, Newton to Wichita........... 27.28 


Dai oscccis ccicccvsoscdccciccice sce @eoeccveceveccccccs 711.61 
The whole forming a main line 618.883 miles | from At- 
chison, Kan., to Pueblo, Col., with branches to Kansas City 
and to Wichita. The 66 miles of the Kansas City, Topeka 
Western road include 16 miles (Lawrence to De Soto) the use 
of which is leased from the St. Louis, Lawrence & Western. 
The Colorado & New Mexico Company, which owned 11 miles 
of road from the Colorado line to Granada was consolidated 
with the Pueblo & Arkansas Valley —— Oct. 1. The own- 
ership of the last named company is almost identical with that 
of the Atchison, Topeka & Santa Fe. The line to Pueblo was 
not completed until after the 


close of the year covered by the 
report, which is the calendar year 1875, and the Kansas City 
was leased from Oct. 1. 
was 547 miles. 


© average mileage for the year 
The ent consists of 38 engines; 20 er, 2 sleep- 
ing and | bags combina- 


6, mail and express cars; 1 
fiat, 294 coal and 19 caboose and way cars; 1 

pay-car, 139 hand and 85 cars. The t re- 
pete Senn ry eats Cae and a number of freight cars 
are n > 

The company has a very large land nt, of which patents 
have been Feosived for 2,476, 196.46 2 and — 458,- 
457.58 acres more have been applied for, making 9,984,584. 04 
acres in all. Sales di the year were 75,415.83 acres = 
409.85, an average of $5.59 4 acre; total sales up to close of 
year, 526,592.80 acros for $2,761,221.51. The Land tment 
reports for 1875 cash receipts on principal and interest of land 
contracts of $217,710.41; its expenses for the year were $67,261,- 
10. A * part of the land sold bas been sold on long time. 

The capital account is as follows : 
$8,615,000 00 


2 


D——— 





Total funded debt ($30,731 14,446,500 00 
Contingent liability, Pottawa' 499,500 00 
Notes and accounts Auc........--cccccccceevceceecsece 142,917 93 
Coupons due Jan. 1, 1876......ccceeccceececcerceeeesees 316,309 96 
Treasurer’s balanoo........................ Covnceccccce 38,236 82 


Total ($61,177 per mile) ........... seeeeeeereee see $2h,058,464 71 





hew engines, six passenger and a number of t cars 
late been ut upon the road. There is to be a reduc- 
mai, ezPemses, 80 far as ble, and an a will be 
be to put the road in order. tional are to 
put on and steps taken to improve the business of the line. 


The cost of road and equipment is reported at $23,355,545.83, 


or $49,682 per mile, The land inoc mo bonds bear 12 per cent. 
interest in currency; the funded co notes 7 per cent., 
currency, and the rest of the debt 4 per cent., gold, The 
interest liability (in currency) for 1876 is estimated at $764,302. 
The funded coupon notes are due at various periods, from 1877 


The work of the year was as follows: 

1875. 1874. Inc. or Dec. P.o 

mileage.. WEED Gkvecccess) ceccededoccecse 

inn 4 — SEUD cccecesecs coccee cccesene 

8 tching 

pasoes wegereced Sees 
Total train mileage.. 1,104,478 796,946 Inc.. 907,592 98.6 
Passengers erccses 72, 659 Ino 8,283 44 
Passenger 7,166,862 17,597,618 Dec.. 430,766 5.6 
Tons freight carried..... 252, 186,312 Inc.. 66,072 35.5 
— 46,244,090 27,495,279 ino.. 18,749,711 68.2 


The ay er train load was 25, and the average 
hit train load 69% tons in 1875, , 
Of the tonnage mileage 39.6 per cent. was of eastward and 
60.4 cent. of westward bound freight. The tonnage cast- 
wi included 28,399 tons of , 70,955 head of cattle, 627 
horses, 2,103 hogs and 13,761 head sheep. Texas shipments 
decreased slightly, but Colorado stock shows a large gain. A 
great increase in grain is anticipated this year, 
The average cost of @ © service mile was 21.72 cents. 
The cost of coal used has been diminished by the opening of 
new mines. A further saving has been made since the comple- 











tion of the road to Pueblo, by using Colorado coal on that end 
of the line, thereby paving, a long haul, 
Average results of working were as follows: 
Receipt. Cost. Net receipt. 
Per | cor ~ yaad train milo.........++ $1.1790 $0.7474 $0.4316 
“ geht , TITEL ITT LT 1, 0.8671 0.7719 
» ae per mile,.......-... 4.710 cts. 2.082cts, 1.728 cts. 
“ nm Oo cute cceccons 2.410 “ 1277 “ 1133 “ 
The earnings for tho year were as follows : 
1875, 1874. Inc. or Deo P.o. 
Freight.... ..... $1,116,749 44 $836,197 39 Ino.. $280,552 05 33.6 
©) ...... 337,263 18 $41,970 21 Dec... 4,707 08 14 
Express, mail,etc, 66,345 69 72,638 09 Doc.. 6,202 40 8.7 
Doted, .ccccces $1,520,358 31 $1,250,805 69 Inc... $260,652 62 21.6 
Working expenses 698,750 47 657,641 84 Inc,. 141,108 63 25.4 
MB scccas cocece 77,680 61 67,100 52 Inc.. 10,579 09 16.8 
Total. ........ $776,430 98 $624,742 36 Inc, . $151,688 62 245 
Not earnings..... $743,927 33) «= $626,003 33 Inc..$117,804 00 18.8 
Gross earnings 
r mile....... $2,779 $2,467 Inc.. $922 15.1 
Net earnings per ‘ 
mile ....-000065 1,360 1,230 Inc.. 130 10.6 
Per cent. working 
Oxponees ...... 45.96 44.68 Iro.. 1.38 3.1 
Per cent, expen- 
ses and taxes.. 61.07 49.05 Ine.. 1.12 2.2 


The income account may be summed up aa follows : 
BOS CREMTING seeccccccecessbes $743,927 33 








Taxes Wichita K. R., charged account............6.eeee0s 1,529 50 

Bal of i Bocce cvccccccccedecesecoecetéooebé 6,069 KB 
WOO coc corccrcccccccecsccevescvesccecccscccceccceccns $752,416 66 

EE Rc conccccccddeveswceessénccce Gssened $82,530 90 

Interest and gold premium...........0..eee0ee 645.933 40 

IMSUTANGD, O00, 000 cc cccccccccccsccccccccccocens 4,521 00 

Expense, Boston.............. ................ 16,451 36 

WICKS OE DOGG s000 cc ccsccncccrdccvedececcserves 5,000 00 





— 762,416 66 


During the year 15,045 feet were added to tho sidings in use, 
$19 tons of re-rolled iron and 18,841 new tics were used in re- 
pairs. About 1,200 tons of iron and 35,000 ties are needed this 

ear. Bridges have been kept in good repair, and a new pile 
bridge, 108 feet Jong, built, A number of new buildings have 
been erected, 

The Tucb® & Arkansas Valley road has been leased for 30 
— without any guarantec, e rental of the Kansas City 

ine gives the road a new outlet and valuable Eastern connce- 

tions, especially for ita stock traffic, The road is iow dopend- 
ent upon the Missouri River, Fort Scott & Gulf for its terminal 
facilities there, but some new arrangement will have to be 
made soon, For the current year a large increase in grain, 
stock, and in Colorado and New Mexico business is expected, 
and those expectations have thus far been fully r ealized. 


Boston, Oonoord & Montreal. 

‘The thirtieth annual report of this company covers the year 
ending March 31. The company owns and works a line —F 
Concord, N. H., north by west to Woodville and thence north- 
cast to the Grand Trunk at Groveton Junction 145 miles, with 
a branch from Wing to Fabyan, in the White Mountains, 
15 miles. There has been no increase of track ge year 
but an extension of the branch from Fabyan to the foot of 
Mount Washington, seven miles, is under construction and 
will probably be completed by July 1. An extension of the 
—— from Groveton Junction to Colebrook is contem- 
p . 


The equipment consists of 27 anginess passenger, 2 draw- 





room and 14 mail and gage cars; freight cars. Duri 
—* year 1 engine, 1 passenger and 1 —— were added 
1 passenger car *— to — woes, © gessenens and 18 
= cars rebuilt; 6 engines received ex’ ve repairs, 
© credit side of the capital account is as follows: 
GOED BGT 0.0 000k b cvecsccvccnscoescecocscccoesces se $1,000,900 00 
Preferred atoex......................................... 800,000 00 
Total stock ($11,250 per mailo)...................:.... 
Bonded debt ($14,963 per mile)...... eee 2,804,000 
Unclaimed dividends and coupons... eee boos 
Profit and loss........ 000008. 000 ce cvcccovceccesecosceoes 659,306 31 
Total ($29,784 por milo)........... ....:.....:.:..:.. $4,765,372 70 


During the year $245,100 consolidated bonds have been sold 

and the used for the extension of the Fabyan Branch. 

The trustees of the tinking fund hold $306,000 of ds. The 

old stock has not yet been all returned and the consolidated 

stock has consequently not yet been issued. 
The work done was * 1, ows: 


16. 1874-75. Inc. or Dec, P.c. 
Train mileage.......... 661,207 624,271 + 86936 59 
Passengers carried..... 228, 187,260 Inc., 41,374 22.1 
Passenger mileage..... 7,232,991 11,235,600 Dec. 4,002,609 35.6 
Tons freightmoved... 117,881 68,672 Inc.. 29,1659 32.9 
Tonnage mileage...... 7,069,868 5,320,320 =Inc..1,749,538 32.9 


The average number of — ger per 
was 21.76; of tons per freight train mile, 
crease the number of passengers with the decrease in 
mileage indicates an increase of local and short-trip passengers. 
The average mileage per passenger was 31.636 miles, aginst 60 
the previous year. 


gor train mile 
45. he large in- 











earnings for the year were as follows: 

1875-76. 1874-75. Inc. or Dec. P. © 

a seveeees $276,162 09 $264,862 07 Inc.. $11,320 02 4,3 
Freigh +» 986,607 83 371,563 456 Inc... 16,064 38 4.1 
Express, mails, etc,. 30,585 05 27,778 86 Inc.. 2,806 19 10.1 
eoccscces 693 $664,194 38 Inc.. $29,160 59 44 

Working expenses.. 511,342 64 523,985.75 Dec.. 12,643 11 2.4 
Net earnings....... $182,012 33 $140,208 63 Inc.. $41,803 70 29.8 
Gross earn. mile 4,333 47 4,190 560 Inc.. 14297 34 
Net ar o> @ 1,137 68 884 60 Inc.. 252 98 28.6 
Per cent. of exps.... 73.15 78.29 Deo.. 614 65 





A considerable traffic in poplar and birch wood has been con- 
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tracted for as soon as the extension of the Fabyan Branch is 
pamnenner Bpainees if ales looked 
or. 

The income account for the year is as follows : 
Net carnings.... 

ance on from previous year 





+» $182,012 33 
«+ 141,956 58 








Interest received........-+s+sereee+ oe 21,734 16 

Decrease in Superintendent's cash on hand.. 14,540 12 
— hop etoex .................................. 3,213 50 

Bale of consolidated Donds........---seceecerseevecseceees 245,100 00 
TOtad —. . . ccccccocccccccccccccccvers seecescecrcces » $014,556 69 

Cow SRO SARIS BIR 5+ +1200 920050++-+0 0 SMBS 61 

Tividends on pee BEOCK ............ eonses 45,249 00 

Mt, Washington Extension.............++++++- 246,000 00 

§ naps aR oP een sb beppescesecece a 4 

nerease jes on hand...... ereccece J 

. awe 474,982 89 
Balance, cash and bonds, on hand..........+.+++++0++ $139,573 80 


The increase in supplies is greater by $11,196.07 than the de- 
crease in other accounts, showing an improvement in the com- 
pany’s condition to that amount. 

During the year 93,533 new ties and 1,000 tons of 56-pound 
iron rails have been laid, Two now bridges have been built, 
and that over the Connecticut at Wells River repaired. The 


-hed, track and g8 have been maintained in good 
condition. 
The Portland & sburg Company now leases the use of 


22 miles of track, Fabyan to Wing Road and thence to 


Dalton, 

Tho lease of the Southeastern Railway to this company and 
the Connecticut and Passumpsic Rivers expired in March, and 
was not renewed, but arrangements have been made by which 
it is practically continued and the through line to Montreal 
fo by the three roads maintained. 

The report refers to the death, in January, of Col, Charles 
Lane, who had clerk of the corporation from its first 
organization in 1845, and a valuable and efficient officer. 


Baltimore & Potomac. 

This company owns a line from Baltimore to Washington, 
43 miles, with a branch from Bowie, Md., southward to the 
Potomac at Pope’s Creek, 49 milos. Its entrance into Balti- 
more and connection with the Northern Central there is through 
very costly tunnel, and other expensive works. 

The capital account is as follows: 


Stock ($38,076 per mile)..... PPYTTVTTITTTTiry: © ccceccccecee 98,503,000 
First-mor' gage DONdS,.........ecceeeee ceeeeeeceeeeseeees — 8,000,000 
Pirst-mortgage tunnel bonds,.,.........++ 1,500,000 
Income honda ..............:............. 1,133,000 








Total bonds ($61,228 per mile).......... x $5,63 3,000 
Total ($99,304 por milo) ...................:i.:.::::. $9,156,000 
Tho bonds are guaranteed by the Pennsylvania and Northern 
Cent: al. 
For the year ending Dec, 31 the business done was as follows: 
RT. 1874, Inc, or Dec. P.c. 
Passengerea carried,.... 1,030,706 783,623 Inc,. 247,083 BL.5 
Tons freight carried... 215,859 161,314 Inc.. 64,545 33 8 
The great bulk of the business is through traffic between 
Baltimore and Washington, The local business of the main 
line is not large, and the traffic of the Pope’s Creck Branch is 
very light. 
The earnings and expenses for the year were as follows: 
1875. 1874. Inc, or Doe, P.o. 
Gross earninga.... $678,091 69 $615,415 36 Ino.. $62,676 33 10.2 
Working expenses, 550,012 72 484,908 46 Inc.. 65,104 26 15.4 


Not earnings... $128,078 07 $130,506 90 Doc.. $2,42793 1.9 
Gross earnings per 
$6,689 Inc.. $682 10.2 


milo............ $7,371 
Net earnmn r 
— egetinenety 1,392 1,419 Dec.. 27 19 
Per cent, of oxp’s.. 81.11 78.79 Ino.. 2.32 2.9 
Tho earnings and expenses were divided as follows: 
Farnings, Expenses, Netearn. Earn, P.c. of 
es Nae li ~ * 
Washington line. . $638,992 38 $507,205 60 $131,786 78 360 79.38 
Pope's Greek line,. 39,009 31 = 42,807 12 3,707 81 798 109.48 


Totaul ......... $678,001 69 $550,012 72 $128,078 97 $7,371 81.11 

President Bowie's report says: 

“The general ex * of 1875 were reduced 50 per cont,, and 
the other increased expenditures occur mainly in maintenance 
of way, in conducting transportation, and increased taxation o 
real estate, particularly on the passenger depot in haem 
ton, which not being paid in 1874, made the amount in 
i875 double the sum properly chargeable to that year. The 
increase in maintenance of way is caused by laying over 500 
tons of steel rails and nearly 17,000 new cross-ties; and im- 
srovements about the Washington depot. In addition, five 

orenz switches and ten steel « have been put in at Fulton 
junction, Lafayette end of double track, Calverton road, 
Annapolis —— and south end of Long Bridge, Washington; 
and high signals erected at Fulton, Lafayette, alverton, len- 
ton, Bowie, navy yard and long bridge. Grading has been done 
for double track at different stations, and from the navy-yard 
tunnel to the Eastern Branch bridge. In Washington much 
change has been made in our tracks to make our grades con- 
8R* those recently established by the engineer of the Dis- 
trict, and several new buildings for warehouses and freight 
delivery erected in place of old ones torn down to meet the 
requirements of the city authorities. The property purchased 
by the company at Fourteenth street in Washington has been 
converted into an extensive coal yard by the erection of three 
series of trestles, each laid with double tracks, and the yard 
graded, paved and enclosed. 

“The bridges over all the streams and rivers between Wash- 
ington and Baltimore have been repaired and greatly strength- 
ened by additional floor beams, &c.; all the superstructure 
above the piles, 1,510 feet in length, except the Howe truss of 
the Eastern Branch pile bridge has been renewed; general re- 

incl stringers and floor beams of three spans. 

8 made on the Long Bridge, and the channel wi ened 
at the south draw to give a clear width between the tender 

iles of over 66 feet. On the Pope’s Creek line nearly all the 
»ridges have also been repaired and strengthened, additional 
ie) oo: and sidings laid, the turn-tables at Pope’s Creek re- 
fruit, and other improvements made. There has also been an 
increase of expenditure in repairs of cars and motive power to 
koop both up to a proper standard of excellence and for the re- 
quirements of our largely increased service * * * 








“The ——— passenger mile was seven-tenths 
of a cent, a per ton one saill per mi © less in 1875. 

“The figures above given show a —— steady increase 
from May, 1872, when the road was t opened, in which 
year its revenues were only $137,554.97; and are the more re- 
markable that the —— business depressio ely affect- 
ing all rai has since 1878. While very few 
roads have been able to keep up their receipts, ours have trebl- 
od since 1872; and although the ratio of the operating oxpenses 
to the recoipts is unquestionably large, it must be borne 
in mind that we are required to keep up a large train service 
more expensive terminal arrangements, and a higher standard 
of effici generally the present business warrants, be- 
cause of a 4s rivalry with one, and our connections with other 
lines. Ifthe present net results are, therefore, not as favor- 
able as any would we must remember that in addition 
to several extraordinary mses in 1875, which we are now 
better provided against in tho future, the comparison with the 





year 1874 could not but be unfayorable, as the expenses of that y 
year were in common with every other road reduced to a point 
at which they could not long be maintained, and we may look 
confidently to the future development of business more com- 
mensurate with present expentplanes: For the successful 

eration and management of the road we feel that we are 
greatly indebted to our officers and employes for their faith- 
ul and efficient services.” 
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(Concluded from page 251.) 

The report of the Committee on Locomotive Tests was then 
taken up. 

Mr, Youmsy said that the committee had received a number 
of statements which had been put in tabular form and sent to 
the printers. Tue copies had not yet been received, but would 
be inserted in the annual report. 

: The report was accepted, and its discussion announced to be 
in order, 

Mr, Forwey said that in the table referred to there were a 
great number of headings, showing just the kind of informa- 
tion needed. If such facts could be contributed by members 
of the Association it would give a better idea of the cost and 
22 of running locomotives than anything else he 
knew of. 

Mr. Fry said it appeared from the report that considerable 
saving had been effected by the use of double instead of single 
nozzles. 

Mr. Wexts seid that the height of both nozzles was about 
the same. The saving he attributed to better draft. The sin- 
gle nozzle was 3% in. diameter, tho double one, 2% in. This 
— a better draft and allowed them torun with a thinner 

e. 

Mr. Eppy said that with the single nozzle, on the exhaust of 
one cylinder the value on the other side was just right to 
let the pressure go over into the other cylinder and act against 
that piston, and there he thought the saving was. At onetime 
there were not a dozen engines running into Boston with 
double exhaust nozzles. Now there are very few that do not 
have them, 

Mr. Fry thought Mr, Eddy was right. He asked if the en- 
gine steamed as well and if there was any back pressure. 

Mr. Weis said they made no diagrams with reference to 
back pressure. The engine steamed more freely with the 
double nozzle, as the draft was better. 

Mr. Eppy said the improved draft was because the exhaust 
went straight out and not over into the other cylinder. 

Mr. Srrarron, Pennsylvania, said that he had had occasion 
to take diagrams from engines with single and double exhaust 
nozzles and believed it was clearly shown that with the single 
nozzle the effect is transmitted to the other cylinder. At the 
moment of exhaust the diagram in the other cylinder would 
show back pressure, sometimes 10 pounds to the aquato inch, 
and steam would remain there to the end of the stroke, caus- 
ing a great deal of compression. The mere change of nozzles 
has almost removed the back pressure. The amount of lead 
was plainly shown on the diagram, and it showed the necessity 
of having it to take up the momentum of the moving parts. 
An excess of lead was very much against an engine working to 
its full capacity. 

He had heard of an analysis of the gases at the top of the 
smokeo-stack showing an excess of oxygen, which would in- 
dicate that more air passed through The grates than was 
needed for combustion, 

Mr. Forney said he had taken diagrams and could confirm 
what Mr. Stratton said about the double nozzle. 

Mr, brooks said that in 1864 there were many engines on the 
Erie with single nozzles, An experiment was made with a 
Taunton engine with a single nozzle placed on a saddle, 

there was a square partition between the exhaust cores, a 
slight bridge across the bottom of the central nozzle, leaving 
the opening very large. The experiments showed that when 
one cylinder exhausted the effect on the other was bad. That 
experiment led to the exclusion of single nozzles from the 
Erie, except in 20 engines he had just built. On those the 
had orders to put in a variable exhaust. They built six with 
single or variable exhaust, then the double nozzles were or- 
dered for the next, and as soon as they got to work they had 
orders to discontinue their use. This matter was of more im- 
portance than was generally allowed, The quality of the ex- 
pulsion of the exhaust determines the quality of the inlet of 
the draft. It is more positive with the single pipe. The 
exhaust has many turns to make, and the moment the line is 
let go there is nothing back of it, notbing to expel it, and there 
is a great disturbance. In building those engines with variable 
exhaust, they had changed the exhaust core from five to six 
inches. ‘The first pipes sent down were five inches. After 
four or five had been sent down, there was a marked difference 
found, ‘There was a square shoulder, which made a 
marked disturbance, There was room enough, but there was 
such a difference in the quality of the expulsion that it made 
a great difference in the draft, The greatest attention ought 
to be paid to the curved lines to be followed by the exhaust. 

The Convention here took a recess for an hour. 

After recess the discussion on locomotive tests was re- 
sumed, 

Mr, Fornry said that he would like to get some expression 
of opinion as to the relative economy of heavy and light trains, 
Taking train expenses, fuel, oil, wages, etc., he had been 
astonished to see what seemed to be the great economy of 
large trains. The other questions of repairs of road and 
machinery came in, however. He thenr at the request of 
Mr, Eddy, from a report of a meeting of road masters of the 
Atlantic & Great Western road some opinions very unfavorable 
to mogul engines as being exceeding injurious to the track. 
It the injury to track was as great as indicated by these 
— om! would have to balance the matter and see 
whether the loss or gain by heavy trains was greatest. He 
hoped that they would look into this matter during the coming 
year. ; 

Mr. Mornis Sziiers considered the report of Mr. Dripps’ 
experiments most valuable, as demonstrating the friction of 
engines of different construction on curves. He thought the 
result of these experiments was an answer to the road masters’ 
—— He had more confidence in his own judgment than 
n theirs, 

Mr, Evpy asked what they wore discussing. Mr. Dripps’ ex- 
eriments were not made with a locomotive at all, for it had no 
ocomotive. It was simply a kind of car. The locomotive with 

its drivers connected anda train of wheels connected with it, 
oing grinding and slipping along, was a very different thing 
om what Mr. Dripps had 

Mr. Hupson said that, without questioning Mr. Dripps’ com- 
petency, he was not satisfied that the experiments showed the 
relative difference between the engines. He, too, thought that 
they were simply carriages, and he was not informed as to 
whether they were pushed or drawn. 

Tho Present said Mr. Fry had stated that they were drawn 
on the curve, 

Mr. Hupson said that if they were drawn the friction 
would not be the same as if the locomotive propelled itself. He 
had no preferences as to the different classes of engines. Each 
was well adapted for a special class of service, but he doubted 


whether the mogul or consolidation engine was fitted for gen- 
eral freight service. 











op-| thetrack. There were a large number of such engines 





Mr. Fry thought that it was of great importance to collect 





information on this —7 The road masters’ opiniong 
of no special value, for they pr no data, and there 
have been de‘ects of construction in the engines. There 


other engines of the same general t; hace 


which did not destroy 
in 
and if they could get a report from some one in cha; by | 
track where en engines were used, it would be of 
much importance. ey might save money in one way which 
was lost in track repairs and other ways. He h e next 
committee would gather information on this point. 


Mr. M. Sexiens said that the road masters had charged the - 


moguls with flattening the curve. If they did so it must have 
been from the friction of the drivers, the long wheel-base form. 
ing a chord to the arc and twisting the track out of line, He 
thought Mr. ep experiments very valuable. His locomo. 
tive had all the attributes of a locomotive except that there 
was no steam against the piston, and that had nothing to do 
with it. A man who had shown the ability Mr. Dripps had in 
these experiments deserved their highest consideration, 

Mr. Eppy insisted that that was not properly a locomotiye 
which had no power of locomotion. to destroying the 
track, he had never seen a road master who did not tell tho 
same story. 

Mr. Fry said he had asked as to the effect the consolidation 
engines had on the track. The track supervisor had told him 
he thought the steel was wearing a little faster, but there wag 
no flattening of curves or destruction of track. The value of 
the report was the collection of evidence. It was not necessa; 
to pin their faith on Mr. Dripps’ experiments, but it was desi- 
rable to collect all the evidence possible. 

Mr. Serone. — with Mr. Eddy that pushing an engine 
around a curve differed widely from running it around with 
steam. Both ix of engines, however, were tried in the 
same way, and he thought the experiment was all that could 
be made to show the relative friction of the different classes, 

Mr, Eppy said that it was known to every master mechanic 
that, no matter how closely fitted the parallel rods were, there 
was always a po ge slip between the main and secon¢ 
drivers. With another pair of wheels the slip would be great- 
er. He had run on his road six-wheel-connected engines made 
by Baldwin 30 years ago, and he had seen them with the back 
wheels worn half an inch smaller than the forward ones, and 
the middle — half way between, It made all the difference 
in the world whether the engine had steam on; the engine was 
merely a carriage and the connections did not come into play 
as when it was working. 

Mr, Lauper, Northern New Hampshire, moved that this dis- 
cussion be closed, which was carried. 

Mr. We11s offered an amendment to the ccnstitution relative 
to honorary members. 

After some discussion it was amended so as to provide clearly 
that * dues should be required from honorary members and 
passed, 

The name of Mr. P. H. Dudley, of Cleveland, O., was pro- 
posed as an associate momber and referred to a committee 
consisting of Messrs. Philbrick, Robinson and Warren. 

The Committee on Place of Next Meeting then presented 
Richmond, Va., Cincinnati and St. Louis. On motion New 
York was added and a vote taken, which resulted as follows: 
Richmond, 9, St. Louis, 23; Cincinnati, 5; New York, 13. On 
motion a second vote was taken on New York and 8&t. Louis 
only, which stood: St. Louis 40; New York, 13. So St. Louis 
was selected for the next Convention. 

An invitation to visit Atlantic City from the Camden & Atlan- 
tic Railroad Company was also received with thanks. 

A vote of thanks to the Franklin Institute for the use of its 
hall and other courtesies was passed. 

Mr. Dripps’ resignation as a member was prescnted and re- 
ccived, and he was unanimously chosen an honorary member. 

The election of officers being in order, 

Mr. Szpai«ny moved that it be postponed for a year. 

Mr, SELLERS suggested that the present officers be re-elected 
by acclamation. 

The Prestpent said that the constitution required a vote by 
ballot. After some remarks by the President and Mr. Robin- 
son the motion to postpone for a year was carried. 

After a call from the Committee on Assessments, the special 
committee reported in favor of Mr. P. H. Dudley as an asso- 
ciate member and he was unanimously elected. 

The report of the Committee on Subjects for the next meet- 
ing being called for, 

r, WitpER, of the Erie Railway, moved that the committee 
having in charge this matter for the ensuing year be requested 
to hand in its report one month before the annual meeting 
and have it printed for distribution. 

Mr. Ropinson proposed to amend by including other com- 
mittoe reports and making the time a week before the meeting. 

The Presipent stated that it could not be done. The _print- 
ing and preparation could not be arranged for, and besides 
many of the reports were not ready until the meeting began. 

After some further remarks from Mr. Wilder the Secretary 
explained the difficulty and expense of such an arrangement, 
and the motion was withdrawn. ‘ 

The committee then reported the following subjects for dis- 
cussion in 1877: 

1. Construction of Locomotive Frames and Bracing. The 
committee to report the best means of constructing these parts 
and attaching them to the boiler, 

2. Slide Valves and Valve Gearing. The committee to report 
the best forms and proportions of valves, steam-ports and 
valve-gear, and the functions which they should fulfill in the 
distribution of steam in the cylinder, 

8. Locomotive Boilers. The committee to report the best 
materials, method, form and proportion for the construciion of 
locomotive boilers, and the best means of promoting com- 
bustion, “pany with reference to the supply of air, the 
quantity which should be furnished and the best appliances for 
admitting it to the fire for each kind of fuel. s 

Water. The best point in the boiler to introduce it 
and the cause and prevention of incrustation. 

5. Locomotive Tests. The committee to request members to 
make experimental tests to show the performance of locomo- 
tives, and to report the results to the Association. : 

6. Engine and Tonder Trucks. The best form of construction 
* for different classes of engines. 

. LAUDER, from the Committee on Assessments, reported 
that he had collected the dues, $10 each, from 60 members. 

Mr. Ropinson suggested the advantage of setting apart & 
part of each day for asking and answering questions on techni- 
cal subjects. : 

. Woopcock moved a vote of thanks to the press of —* 
adelphia for the reports of the Convention, which was passe. 

Mr SziiERs moved a vote of thanks to the officers of the 
Convention for the gentlemanly and able manner in which they 
had conducted its bu-iness. 

Mr. Forney moved to add faithful. 

The vote of thanks was adopted. fi 

Ths Present called attention to the small number 4 
answers to circulars received by the committees. He urge 
that the committees should reccive more assistance from mem- 
bers, and that each should make a point of answering ©3¢ 
circular, at any rate some of the questions. He referr 
the report made by Mr. Wells and the amount of labor 3 

uired to compile and tabulate the information contained = : 

o again urged members to help the committees by ante 
their questions, and also requested the committees to to 
their reports early, so that the Secretary would have time 
read them over before presenting them to the Convention. 

On motion of Mr. Woopcock the Association then adjourned 
to meet in St. Louis in May, 1877 
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